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the purpose of abstracting toll from it. He says}kinds. We predict the evil will in a short time 
that Pennsylvania “ingenuity has found out a new|become so unbearable, as to work out its own 
mode of turning the position ef the State to account ;|cure. What the people of Erie were about, when © 
and this is bycompelling every pound of freight pas-|an arrangement was completed, that completely 
sing through theState,to be lifted from one car to an-|prevented them from moving in any direction, is 
other.” The italics are the editor’s own.—This sneer|more than we can opine. At the Lake their road 
has reference to the efforts of the people of Erie|comes to a dead halt, and all through business has 
to obtain the break of gauge, and is as unjust tojto be tumbled out of their own cars upon those of 
Pennsylvania, as it is contemptible on the part ofjother companies, AjJl these blunders must be re- 
that paper, which no longer ago than April 10th, |medied, and the sooner the better.” 

1852, contended for a break of gauge at Erie, on} After reading the above, what confidence 
the very grounds for which the people of Eriejcan be placed upon the assertions of a man 
have lately been contending, as will appear from/who has been endeavouring for the last mgnth to 


ta” The Mechanical Engineering department of 
a paper will be under the charge of Mr. Zeran 
OLBURN. 
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individual who now presides over its columns. We|roads, and resorted to language which would dis- 
extract the whole article: grace the fishmarket, in speaking of the people 


Concentration of Power, as applied to the New “From the American Railroad Journal, Aprillof this great State. We have long entertained 
England Roads......... ..0. sees sees ve ee 102] 10, 1852. doubts of the statements of this paper in 

Stock and Money Market..................104| Gauge of Railroad from Buffalo to Cleveland.—}|to railroads, fearing it was governed by its likes” 

Pacific Railroad. ...... 1... ces. cece sees 106-104] From Cleveland, Ohio, to Erie, Pennsylvania, the |and dislikes, or more substantial reasons, but how 

Great Western Railroad of Canada....... 107-105 | Ohio gauge of four feet ten inches is used. Upon/any Pennsylvanian can hereafter put the least con- 

Cineinnati, Union and Fort Wayne Railroad. ..106|the Erie and Northeast Railroad, extending from |gdence in its statements, or countenance it in any 

Trade of Buffalo... .. .... 1+. sees see sees 107] Erie to the New York State Line, a distance of|fyrm, and preserve his self-respect, we cannot see. 


Pennsylvania Railroad... ......... ..+. «««. 107 |80me eighteen miles, the wide, or six feet gauge} As Railroad paper and laboring to promote 
Journal of Railroad Law...................108| a8 been adopted. From the State line to Buffalo, |the prosperity and security of Railroad interests, 


New Slide Valve for Locomotives... .... .... 108] the four feet ten inch gauge prevails. it ought to discountenance all illegal and fraudu- 
Boston and Lowell Railroad............ ....109|, To whom this arrangement is owing we are not|ient proceedings on the part of railroad com- 
Business of New England Railroads. ........ 110|informed, but the genius of all evil himself could| panies. Instead of that, we find it defending the 
Franklin Canal Railroad............. Samana 110]20t have framed a more inconvenient, or one bet-/universally acknowledged fraud of the Franklin’ 


ter adapted to obstruct business or travel. de, 

the exception of the Buffalo and State line ro 

American Railroad Journal. |the only gauges known in this State are the four 
feet eight. and a half inches, and the six feet. 


Pusuisuep BY J. H. SCHULTZ & CO., No. 9 Sprucz st.| Common sense would seem to dictate that one of 





Canal Company, and lampooning Pennsylvania 
for the assertion of her sovereignty over her own 
territory! Such a Journal is wholly unworthy of 
the countenance of the great railroad interests of - 
this country. 











Saturday, February 18, 1854. road. As it is, there must. be transhipments at 
a | Buffalo, Dunkirk, the Pennsylvania Stateline, and|the Erie controversy, and then leave it for the 
Cemmercial Policy of Pennsylvania.--Ame-|at Erie; making four where there should have'pudilic to pass sentence upon the question, whether 

ricanism of the Journal. been but two at most, Either the wide or the}we are true, or false, tothe interests of American 

The following article from the Pittsburgh Gazette, |"4Tow gauge should have been carried to Erie.| sitroadg. 
ie That would have been a cunvenient place of tran- F 
comes to us with a request, over the initials of J. shipment, and would probably have been selected| The doctrine recently put forth by Governor 
E. T{(which will not be difficult to recognize,) for|as such, had there been no break of gauge even |Bigler, “that the territory of Pennsylvania ex- 
its publication. wane fielght eat be a limit to the Sg a es beltending from the Great Lakes to tide water, the 
run a assenger cars. It is found to : 

The American Railroad Jowrnal.—Among all|be oa partir and convenient to tranship State has 2 Fight: to. interpase, her position, and 
the abusive and unjust remarks concerning Penn-|freight from one train to another, than to run the|™4ke it available to promote the advgntage of her 
syivenia yu aoe Simrpeed L Oe New Jos train a given a on accourt of the — own people”, is. not new. It is unfortunately a 
press of late, the American Rai Journal of preserving order in the arrangement distri- old one. Neither is the present the 
furnished the worst. It has borne off the palm/bution of the cars. We-presume that under no itaregtaen's it has been put in practice. a 
in the race of blackguards. Its articles have ex-|circumstances whatever, would cars loaded at the Eri (isles snd that it 
hibited an unfairness, a malice and a meanness|Cleveland be run through to this city. A break of|"2¢ Erie Railroad Company found could 
we have never seen equaled. ~Human language|gauge at some point upon the line between the|not get to Lake Erie, without traversing a small 
seems too meagre for the rampant hate and fiend-|above cities is not objectionable, it oc-| portion of the State, it.applied for the right todo — 
ish malignity of the editor. Even in the very last/curs at the most convenient so. This at first, was refused in accordance with 
number of his mercenary and contemptible sheet,|there are three or four iF BR a: PERS aR % Fe oi 
the editor has compared the people: of this State v dis , hot ar 0.3. Oe ee ee mee | 
to a nest of pirates and marauders, whose w 
object. is to intercept the trade of the West, for|found 




















000! At the same time there is not the slightest 
doubt that the company have been the means of 
increasing the value of the taxable property of 


the State, at least $30,000,000 $50,- 
000,000. For more tn 80 ml he road 
runs. éither upon, or within a short distance of 


the northern and eastern boundary of the State,|87 


affording a newand convenient outlet to an immense 
portion of its territory, previously excluded’ from 
market. The people of that portion of the State 
benefitted, were most eager to have the road 
brought to them. As an equivalent for the sti- 
pend by the company, neither the slightest privi- 
lege nor equivalent was yielded by the State. The 
latter saw that there was a chance to make some 
money out of her “position”, and exacted it. The 
act is precisely the same in kind, with the toll 
levied by a marauding chieftain for allowing mer- 
chandize to pass through territory over which he 
exercises sway. 

When the NewYork Railroads reached Lake Erie, 
the subject of their extension, west, was necessarily 
raised. It was then, that the people of Erie began 
to assert ¢heir intention to participate in the ad- 
vantages of the Pennsylvania doctrines of “posi- 
tion”, Encouraged by the -successful levy made 
upon the Erie Company, they struck for higher 
game, which was no less than to make their city 
thelerminus of the Railroad, of NewYork and New 
England running west; and to render their port 
the sole means of communication between these 
roads, and the commerce of the interior. The 
following article taken from the Erie Gazette, 
which was, and has always been, one of the organs 
of Pennsylvania exclusiveness,as it has been of 
the Erie rioters, published in the Journal Sept. 
28th, 1850, will show the nature of the claims then 
put forth. 

“This road” (the road running East) ‘‘so grand 
im conception and so vast in result, we would con- 
vert not alone to our general, but to our particular 
benefit. Having the power, we need only the dis- 
position to do it. As our contemporary of the Ob- 
server has remarked,“‘our county holds the key to the 
great western world and can turn the lock so as to 
forever shut off aneastern railroad connection with 
that world, if she chooses.” Will we not exercise this 
power firmly, fearlessly and judiciously unintimidated 
by the menances of blustering corporations abroad— 
uuseduced by the gilded bait of dollars and cents. 
A golden opportunity is now presented—the last, 
we fear, that will ever be offered of building up 
Erie, and placing her in a position of honorable 
and independent rivalry with other cities. Let us, 
as citizens, wake up from our lethargy, our culp- 
able indifference, upon this impcrtant subject. Let 
us take a deeper interest in it—let us speak out 
boldly and fearlessly, and determine that foreign 
inflwence shall not assume and maintain the direc- 
tion of an important thoroughfare through our 
county. Let us show a truly loyal spirit, and re- 
solve that Erie shall be something more than a 
‘watering place’ on the great lake shore iron-horse 
course.” : 

Such was the ground taken by the people of 
Erie in 1850, which was nothing less than to cut 
off all communication betwen the east and west, 
except through their harbor! To the article quoted, 
are added the following comments, which show 
that at the time our views were in exact harmony 
with those more recently expressed : : 

“So, then, Erie is to constitute herself an im- 
passible wall, which is to forever cut off all con- 
nection between the railroads of New York and 
New , amounting to an extent of line of 


4,000 miles, and those of the west. For the bene- 
fit of the Erie people the distance from that place to 


the Ohio State-line is to be passed over both by pas- 

sengers and freight by the old mode of conveyance ; 

and @ tribute, in the shape of the increased expenses 

of travel, is lo be pai 
see of 





tration of the necessity of free railroad laws in every 
State. The doctrine here asserted, if carried out, 
would put @ stop at once to the whole internal com- 
merce of the cowntry.. In the end, to be sure, it 
could not be sustained in any case, against the 
united sentiment of the whole community, but 
until public opinion could exert its corrective in- 
fluence, great annoyance and inconvenience might 
be suffered.” 

Again, Tokeep New York outside her territory, 
the Legislature of Penn. in 1852 passed a law, pro- 
hibiting the introduction of the Erie gauge into 
her frontier. This act was hailed with extravagant 
manifestations of joy, by the Press of Philadelphia 
in particular. ‘Toshow the objects proposed to be 
effected by the gauge Law, we copy the following 
from the Philadelphia U. 8. Gazette, which is ac- 
knowledged to be the most influential and authora- 
tative paper in the State : 

“The Law it will be seen, keeps the New York 
influence outside of the State lines, and harmoniz- 
es the railroads of Pennsylvania into one complete 
system. It avoids transhipment within the State, 
and keeps our grasping neighbor within her own 
bounds; and, by binding{together the interests of all 
counties, will foster everywhere a good feeling for 
Philadelphia. Where a difference in the gauge of 
railroads renders a transhipment at some point in- 
evitable, it should be fixed near the boundary, for 
reasons so palpable and convincing as to require no 
comment. Asevery transhipment, forced by a 
change of gauge, is equivalent to fifty miles of 
road, it is quite apparent that it never should take 
place in the middle of Pennsylvania, for that would 
turn the trade of the northern half of the State 
away fr: m us forever. 

Philadelphia, to be strong over the whole west- 
ern country, must first be strong in her own State. 
She must first be allied in interest and intercourse 
with all parts of the commonwealth, and thus ac- 
quire strength at home. Her grownd plan of opera- 
tion should cover the whole of the State of which she 
is the metropolis—her connections with the improve- 
ments of other States can then be made and controll- 
edin such a manner as will fill her coffers and swell 
her commerce. Pennsylvania soil should not be wsed 
as a highway leading to and from her rival and 
competitor—it should be ramified by railrcads unit- 
ing in Philadelphia, as the human body is cours- 
ed by arteries centering in the human heart. 

New York has long indulged the hope and expec- 
tation of running across eastern and northern Penn- 
sylvanta, to shorten her railroad distance to the Ohio 
and the lakes. It has been her aim to penetrate 
Pennsylvania on the north with the six feet gauge 
of track, and on the east with the New Jersey 
track of four feet ten inches gauge, and so, while 
running through the State, secure its local interior 
trade to the loss and injury of Philadelphia. But 
this cunning game has been effectually check- 
ed in the adoption of the gauge law above alluded 
to.” 

We give our comment then made upon the above 
article : 

“ Rauroads are the agents of commerce, and we 
have always maintained the grownd, that commerce 
should determine the direction and the manner in 
which they should be built, upon the same principle, 
that the wants of commerce determine the model of 
the ship, and its destination when freighted, The 
people of the State of New York, have i 
this principle to the fullest extent, in their railroad 
Legislation. 

The State of Pennsylvania on the other hand, 
sedulously pursues a different policy, and seeks to 
throw barriers ip the way of commerce, and aves 
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the tra ion both of ers and merchan- 
dize, for her own supposed benefit.” 

We invite comparison between the remarks made 











more recen ‘date in reference, to the Erie matters. 
They showja most perfect consistency of our views 
throughout. 

We now come to the recent authoratative an- 
nouncement of the Pennsylvania Doctrines by the 
Governor of the State. 


“Tt must be clear to the impartial observer, that 
the Legislature never intended, by any previous act, 
lo authorize the construction of a railroad between 
the City of Erie and the Ohio line. Indeed, the 
highest judicial tribunal in the State has expressed 
the opinion that no such authority can be found in 
the charter of the Franklin Canal Co.; and, in my 
opinion, the grant should hereafter be made on such 
conditions only, as will protect and advance the in- 
terest of the people of Pennsylvania; so far as they 
may be involved in the subject. It so happens tha 
Pennsylvania holds the key to this important link of 
connection between the East and the West, and It 
must wnhesitatingly say, that where no principle of 
amity or commerce is lo be violated, it is the right 
and the duty of the State to turn her natural advan- 
tages to the promotion of the views and welfare of her 
own psople. 

It may be said that a restriction that would re- 
quire a break of railroad gauge at the harbor of 
Erie, would be the use of an illiberal principle.--— 
The answer is, that the necessity for a break of 
gauge between the Ohio line and the seaboard 
exists, as a consequence of a difference in the 
width of the New York and Ohio Roads. The 
only quéstion to settle, therefore relates to the 
point at which it should occur. Ihave been able 
to discover no reasons, founded in public policy, 
why the break should be fixed at Buffalo, that do 
not apply with equal force in favor of Erie. Ton- 
nage and passengers can be as well transhipped at 
the latter, as at the former city. 

So far as concerns the benefits to either city, in- 
cident to a transhipment, the idea is unworthy of 
notice. But the effects of a break of gauge, and 
consequent transhipment east of Erie, upon the bu- 
siness of that harbor, must be paralysing, if not 
fatal. It would virtually require shipments to be 
made either at Cleveland or Buffalo. Scareely less 
embarrassing would this arrangement be upon the 
interests of the Sunbury and Erie Road, or any 
other avenue that may hereafter connect the lakes 
with the city of Philadelphia. 

It may be that neighboring States, possessing 
similar natural advantages, would give them a- 
way for our benefit, but I have not been able to 
discover any fact in their former policy, to justify 
such aconclusion. I shall await your action with 
anxiety.” 


We have thus shown, by indisputable evidence, 
that the people both of the State, and of Erie, in- 
tended to cut off all commumication between the 
Raiiroads of New England and N. York and the 
West except what was maintained through the har- 
bor of that town, The right to build such road, to 
use the language of Governor Bigler, was steadily 
refused. It was the failure to get a new charter 
that led the parties interested in a through railroad 
route, to adopt the charter of the Franklin Canal 
Company, which was believed to confer sufficient 
authority for a railroad from Erie to the Ohio State 
Line. Under this charter, the road was commenc- 
ed and has been built, Repeated attempts have been 
made to stop its progress by injunction, but the 
courts as often refused to interfere, on the ground 
that the complaints made did not show that any 
person had been injured by the action of the 
Franklin Company, consequently that no cause 
for action existed. . 

It was not until it was seen by the people of 
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connection with the west, that they got up this 
break of Gauge doctrine, for the purpose of swind- 
ling commerce, which is the cause of all the mis- 
chief and disturbance which has since followed. 

The article copied from the Journal by the 
Pittsburg Gazette, and about which such an ado 
is made, is in entire harmony with whatever we 
have said in reference to the Erie affairs. At that 
time, freight arriving to or going from New York, 
had to break bulk at Buffalo, Dunkirk; the Penn- 
sylvania State line, and Erie; four breaks, where 
there should be only one. A much better arrange- 
ment would certainly have been, to have carried 
one of the two New York gauges to Erie, which 
would have given one uninterrupted rail to N. York. 
We regard the numerous breaks of gauges in this 
country as the crowning misfortune of our rail- 
roads, and we desired to see the evil which they 
caused done away with as fast as possible. The 
article shows that the idea of a break of gauge for 
the benefit of the dreak, never entered into our 
mind. We were condemning all breaks, In re- 
ference to such, we said, in the article quoted, 
that— 

“Where there are three or four interruptions to 
transit of merchandise and travel, within short 
distances, and at the most inconvenient places, 
they will be found to work a serious injury to traffic 
of all kinds. We predict that the evil will, ina 
short time, become so unbearable as to work out 


its own cure. All these blunders must be reme- 
died, and the sooner the better.” 


Notwithstanding the above, the article is quoted 
to show that we were in favor of a break at 
Erie! 

In al] the recent discussions which have taken 
place, the question whether Erie was, or was not, 
a convenient point for breaking bulk, for merchan- 
dise passing from East to West, has never been 
raised. As the Ohio gauge is carried into New 
York, it is clearly not the convenient point. The 
people of Erie, and Governor Bigler, admit this 
fact by claiming that a free passage through the 
town would ruin its business. The railroad com- 
panies and the public agree with Erie and Gov. 
Bigler. If it were the convenient point, the change 
would take place there without compulsion. It 
being admitted on all hands, therefore, that freight 
would not voluntarily stop, the people of Erie and 
the State determined to force it to do so, for the 
purpose of making money out of the labor a trans- 
ter involves, and: of turning business: from New 
York. Itis against this doctrine, and this alone, 
that we have protested. We have made no other 
issue. The convenient point of transfer, or wheth- 
er any transfer was required, has never been once 
alluded to. The substance of our reasoning has 
been this:—‘‘If a break may be made for the 
benefit of one place, it may, with equal reason, be 
made at another ; consequently commerce is at the 
mercy of every petty community through which 
it passes.” Against such exclnsiveness we have 
always, on all occasions, been a constant oppo- 
nent, and have uniformly maintained the ground 
that commerce should be just as free to select its 
routes and instruments, as far as works of internal 
improvement were concerned, as it is to determiné 
the model of a ship, its cargo or its destination 
This is owr Americanism. Itignores State Boun- 
daries altogether, and will wage eternal hostility 
with whatever seeks to oppress the business of 






Erie, that ig could not cut off ae ear from all 





the country. On this point our tone has 
been uniform, and we can see but little probability 
of any change ahead. 

The writer in the Gazette, (who by the way is 
not its editor, but a certain railroad official, not 
1000 miles from him,) objects to the style of our 
articles. ‘“ Human language,” says he ‘‘ seems too 
meagre for the rampant hate and fiendish malig- 
nity of the editor.” The following is the quota- 
tion, and the only one, adduced to sustain the 
above charge :—“ Ingenuity has found out a new 
mode of turning the position of the State to ac- 
count; and this is, by compelling every pound of 
freight passing through the State to be lifted from 
one car to another.” If here is not a tumble from 
the sublime to the ridiculous, there never was one. 
We merely stated the result of the policy of Gov. 
Bigler, in the most meagre language possible. 
The quotation is characteristic of all our articles. 
The truth is, the writer in the Gazette sat_for his 
vwn portrait when he thought he was painting 
ours. He has drawn a capital likeness, and which 
everybody recognizes at the first glance. We 
do not write dillingsgate, nor do we let it into our 
paper when we can well help it, except occasional- 
ly to hold up a mirror for a person to see his own 
likeness in, as in the present case. 

We have attacked the commercial policy of 
Pennsylvania, and shall continue to do so, so long 
as its obnoxious features remain. We utterly 
loathe ‘and repudiate the ‘whole ground upon 
which it is based. But while this is so the roads 
of no State in the Union have occupied a greater 
share in our columns than those of that State.— 
Even the Pennsylvania road, upon which it is ad- 
mitted the salvation of Philadelphia rests, has cc- 
cupied more space devoted to favorable notices, 
than the New York Central, Hudson River, and 
Erie roads, altogether! Our notices of this road 
have been uniformly favorable, both as to its bu- 
siness prospects, and management. It is well 
known, that in private conversation, we always 
expressed a belief that it would prove one of the 
best paying lines in the United States. Ofa very 
different character have been our notices of two of 
the great New York lines, 


The roads of Pennsylvania coming into this 
market for money, have received the best support 
and co-operation that we could give them. The 
same is true of the roads of Ohio and Indiana, 
which may be properly regarded as legitimate ex- 
tensions of the Pennsylvania lines of improvement, 
such’ as the Ohio Central, Ohio and Pennsylvania, 
Cleveland and Pittsburg, Cleveland and Mahon- 
ing, Steubenville and Indiana, Cincinnati and Ma- 
rietta, Ohio and Madison, Springfield, Mount Ver- 
non and Pittsburg, and Chicago and Fort Wayne 
Railroads. These roads are regarded with peculiar 
favor by Pennsylvania, and many of them have 
been directly encouraged by the Pennsylvania 
Central and other interests. They are the roads 
particularly adapted to open up the trade of the 
West to Philadelphia. Yet the money to build all 
these roads has been furnished by New York cap- 
italists. New York has opened'the West to Penn- 
sylvania. But for the money the former has fur- 
nished, the latter would have, in a great measure, 


.|been isolated from the Great Valley. AW the 


Presidents of the above roads will do us the jus- 
tice to say that we have done what we could to 
aid them in building Pennsylvania roads. This 





e anti-Atnéricanism, or anti-Pennsylvaniaism, 
that we até ¢alled to plead guilty to. 

If we are anti-American, there are a great many 
in the same ‘category. Our course has met the 
warmest approval of the very parties who are like- 
ly to suffer the most from it :—The holders of Penn- 
sylvania sectrities. The rapid fall in the market 
value of these securities, shows how decided has 
been the tone of the public condemnation of the 
Erie outrages. The editor of the Gazette, instead 
of admitting false and abusive articles into his 
paper, would do much better to spend his time in 
investigating the causes that have produced such 
a sudden and excessive decline in the value of 
Pittsburgh city, and Alleghany county Bonds, 
We are satisfied that he will find some other cause 
for this than paragraphs of a paper published in a 
distant city. 





Reading Railroad. 
The earnings for the year ending Nov. 30th, 
1853, were from the following sources: 





Earnings from passengers......... $226,763 33 
Earnings from merchandise car- 
RPP ae FEE Ee eT eer heer 180,611 80 
Earnings from coal, carried at $1 42 
SE QUE RON. < an spain sd 0d. cgeq umes 2,254,694 17 
Earnings from mail, etc........... 27,218 29 
Total earnings.... .... ..+. e+. +. - $2,688,287 59 
Deduct working expen- 
Wrong suadecedeises $1,056,551 53 
Deduct drawbacks, 
ME oc. ccvcisccscs: IAS 
Deduct interest and re- 
newal........-...- 678,888 23 
——— 1,901,425 75 
Leaving for dividend fund.... ..... 786,861 84 
Add balance dividend fund, 1852... 2,115 66 
Total dividend fund........... $788,977 50 


Which has been disposed of as follows: 
Dividend on preferred stock, July 


1853, and January 1854......... 108,626 00 
Dividend on common stock, July 

WO So ow ictd sade cute ensa sanens 172,934 83 
Paid State tax on dividend Dec. 1852, 

and July 1858.......c0 cess sees 23,283 71 
Paid sinking funds for bonds, 1836 

and 1860.... ..0. «+0. 25,000 00 
Paid sinking funds for bonds, 1849 

8 ree 75,000 00 
Paid for balance at the Dr. of interest 

ACCOUNE 2... coon coce sees eecoce 


- 101,400 29 


$506,244 83 
Leaving for balance of dividend fund 
for 1853 -. $283,782 67 
A dividend of 34¢ per cent. has since been de- 
clared upon the common stock, for January, 1854, 
which makes seven per cent. for the year, on all 
the stock, and leaving a surplus of dividend fand 
or. hand of $52,152 89. The sinking funds give 
a fund for distribution in common stock of 14g per 
cent. on both stocks, in addition to the cash divi- 
dends, and leaves a surplus ef $1,075 29 for the 
preferred, and $43,094 97 for the common stock, 
for future division. The gross receipts for 1853 
exceed those of 1852 by $207,661 18. 
Those from coal being in excess. ....$104,017 00 


Those from passengess, in excess.... 57,333 04 
Those from merchandise, in excess.. 41,648 19 
Those from United States Mail, etc.. 4,662 92 

$207 661 18 


The expenses in each department are less than 
in 1852, giving increased net profits of $213,762. 
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: Trade of St. Louis.and of ‘Alton. 

From the statistics of trade of St. Louis for 
1853, we gather the following facts, showing the 
source of the products arriving at that city. In- 
cidentally, it affords a statement of the business 
of Alton; 


Flour. “ 
From the Missouri river, ns janwnwe ss. 9,264 
From the Illinois * Sense ce S010) 
From Alton es a til Rat 27,008 
Whiskey. 
From the Missouri river, bbls.......... 291 
From the Illinois 6s ir east OBS 
From Alton Ry le aati Sick 7,860 
Corn. 
From the Missouri river, sacks idle aici 81,878 
From the Illinois od cia:pinics of OB OLS 
From Alton eatin Lake es 
Oats, 
From the Missouri river, sacks Leia einies 3,910 
From the Illinois 4 side see 5% 121,939 
From Alton oe .. wth Kab oie 47,548 
Wheat. 
From the Missouri river, sacks. ree 104,817 
From the Illinois oy, 4503 eaeedh ae bipio-0 py 455 612 
From Alton gee Rie gts 42,390 
Hogs. 
From the Missouririver............... 4,850 
From the Illinois ets haass ahces a Se 
From Alton ere 10,436 
Hay. 
From the Missouri river, bales......... ee 
From the Illinois $ ees ae nae 7,069 
From Alton CEE RE 6,578 
Potatoes. 
From the Missouri river, sacks 60s Sarees 675 
From the Illinois er ts Seas gabe 11,1138 
From Alton Me bouk wee 43,489 
Horses: 
From the Missouri river............... 231 
From the Illinois Wes oe sakes See 214 
From Alton Ee 383 
Cooperage. 
From the Missouri river, pieces seinen’ 16,140 
From the Illinois a a cere a a a 84,296 
From Alton oD Ne bas so 23,203 





Cleveland and Pittsburgh Railroad. 
We have the sixth annual report of this company, 
and learn that the entire earnings of the road for 
the year ending December 31, 1853, 


WOO. 6.5, Sc kc see ipeneia tamcase $432,682 46 
And the cost of operating........ 165,404 68 
Leaving net earnings........... $267,277 78 
The present amount of stock is.... $1,979,100 00 
The funded debt.... .... 0... 200 1,142,200 00 

Balance of temporary bonds and 
other accounts .... 2... .... 00 - 158,608 29 

Total of receipts and expendi- 
SURR shviee: b+ <5: -0d-0.900 5 00 $3,279,908 29 


Of the stock as above stated $218,000 were is- 
sued as a loan to the Tuscarawas extension, leay- 
ing $1,761,000 invested in the main line. 

Tbe Tuscarawas extension leaves the main line 
at Bayard and will run 81.1 miles to New Phila- 
delphia. The estimated cost of Road-bed and su- 
perstructure is $624,985 25. Six miles have been 
opened and six more are laid with iron, while 
nearly all the grading is finished. The estimate 
of work unfinished is $42,797 58, which added to 
the amount expended falls nearly $80,000 below the 
estimated cost. 

Of the Beaver and Wheeling extensions, the 
former is 2214 miles in length, from Wellsville to 
Rochester, and the latter 41 miles from Wellsville 








to Bridgeport. The Beaver extension is estimated 
to cost $515,657 67, and the Wheeling extension 
$740,169 29. The amount expended for gradua- 
tion on the Wheeling line, to Dec. 31,1853 was es- 
timated at $108,416 89. The amount expended 
on the Beaver line was $50,923 68. 
Annual Report of the South Carolina 
Railroad. 

The Charleston papers contain the annual re- 
port of the President of the Charleston and Ham- 
burg Railroad, including the Columbia branch. 
According to the report, the income for the year 
from— 


Passage, freight, mails, etc........ $1,215,279 21 
And the expenses of the manage- 
ment, ordinary and extraordinary, 





(the ordinary henrag to 43 dines 
cent.).. é . 555,586 88 
Leaving a balance of.............. 663,742 33 


Out of which have been provided 


interest on foreign and domestic 

debt, and for claims for damages, 

CUS cise sues sivas voce seeviecen cos / RORTIS 73 
And the remainder.. cocceese. 463,968 61 
Has afforded two dividends of 4 per 

cent, each, amounting to........ 311,376 00 
And transferred a balance of....... $152,592 61 


To the credit of surplus income for the year. 


Mr. Caldwell, the President of the company, 
says the road will require extensive improvements 
during the present year. The injuries done to the 
Columbia branch, near the Congaree, by the 
freshets of 1852, have not yet been fully repaired. 
The President adds: 

“During the past year the Savannah river at 
Augusta has been crossed; its beneficial influence 
upon our business has been already sensibly felt, 
and we confidently look for a larger future acces- 
sion to it, and for an increasing social and com- 
mercial intercourse between the two States. Our 
affairs have been conducted there with regularity 
and despatch.” si 


Finances — the City of New York, 
The operations in the sinking fund for the re- 
demption of the city debt were as follows, during 
the year ending July 31, 1853: 























OMNES isn Hite Od He wiisd os weds $743,299 52 
Balance, Aug. 1, 1852......... 0... 718,292 41 
$1,456,591 93 

Redemption of water loans........ $799,850 00 
Invested in fire indemnity stock.... 600,000 00 
26,718 43 

1,426,568 48 

Balance on hand, Aug 1, 1853...... $80,023 50 


The operations in the sinking fund for the pay- 
ment of interest of the city debt are as follows: 
$933,191 32 
398,162 35 
oe 331,353 67 
Paid interest.......... $776,977 88 
Redeemed 
bonds.............. 200,000 00 
—_—_——_ 976,977 88 
Balance on hand Aug. 1, 1858...... $854,875 79 
Total city debt Aug. 1, 1858...... $18,960,856 00 
Of which have been re- 
purchased......... $3,692,548 00 
Also securities....... 942,490 22 
———_————-#4,635,038 22 


Debt uuprovided for.............. $9,325,817 78 
The total receipts of the year ending Dec. 31, 














740 88 ; excess of paw or $896,110 20. The 
assets in the hands of the city amount to $4,601,- 
167 18; besides a sinking fund of $484,959 33, 
The assessed value of the real and personal pro- 
perty of the city in the years 1852 and 1853 was 
as follows : 
1852. 1853, Increase. 
Real estate, $253,186,758 294,652,795 $41,466,042 
Persunal “ 98,520,042 119,034,137 20,514,095 


Total,. $51,706,795 $413,686,982 $61,980,187 








Trade of Oswego. 
The receipts of flour, wheat and lumber, from 
Canada, for three seasons, compare as follows: 


1851. 1852. 1853. 
Flour, bbls... 259,875 198,190 118,007 
Wheat, bu..... 676,803 1,362,482 1,781,158 


Lumber, ft.,.. 62,527,848 75,500,000 123,535,747 

The following statement shows the quantity of 
flour, wheat and lumber received at Oswego and 
Buffalo during the year 1858, with the total of 
both: 


Oswego. Buffalo. Total. 
Flour, bbls.. 391,215 975,557 1,366,972 
Wheat, bu... 7,486,891 5,424,048 12,860,484 
Lumber, ft.. 135 ‘484 235 80, "296 789 224 729, ‘024 


Comparative statement of the total tonnage of 
property cleared from, and received at, Oswego, 
by canal, for three seasons : 





1851. 1852. 18538. 
Cleared. 0. scsciscce 895,447 400,695 495,552 
Received .......+.... 180,715 179,415 221,469 
Total No. tons... 576,162 580,110 717,013 


Comparative statement. of the total value of 
property shipped from, and received at, Oswego, 
by canal, for two seasons : 





1852. 1853. 
Property cleared. .... .. $10,746,037 $14,211,098 
Property received...... 16,415,334 20,265,064 
RH Total value........ $27,161,371 $34,476,162 


Comparative statement of tolls collected at Os- 
wego, for two seasons : 


BORG 0 ic. cabia.icak fF 1060 ecbaind ac $392,730 71 
ROOM 5 «Louise ho.S0i Ue epee os 48> 314,486 88 
Increase in 1858............ . $78,293 83 





Terre Haute and Richmond Railroad. 
The income of the company for the last fiscal 
year, re ai Dec. sib 1853, is as follows : 


Passengers.. oe cece cece eves cee $109,180 96 
Freighte o009's00.ease cece coeeitepe o> - 08,944.70 
Mails and Expr eR aaltre c 10,600 31 
Total receipts .... 005 cos. woes $177,975 97 
Expenditures for estar gd and re- 
pairs of road..., .... .se. ween ee 66,331 37 
Nett earnings, 1853... - +. $111,644 60 
Nett earnings, 1852............... 71,466 05 
| ee eer er eerie $40,178 55 
Number of through passen- 
GOB vs oyiccecceses « . .82,156 
Number of way passengers. . . 56,666 


Total number of passengers... 88,821 
Number of miles run by passenger 


COMMS is Va eileen vse 50,306 
Number of miles run ‘by ‘freight ef 
oe RES eo re 47,020 
Number of miles run ‘by Gravel ‘and 
ditching trains.............. 32,139 
Total number of miles run.,.... 129,465 
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GENERAL ACCOUNT. 
Dr. 


Construction....... .... $1,414,284.50 








Union depot and track.. 21,241.46 
$1,435 ,525.95 
Bills receivable........ 504.20 
Mail transportation..... 1,825.00 
Due from other roads... 4,091.06 
Vigo county bonds...... 11,400.00 
Treasurer Teaah on hand) 8,240.83 
-_ 1470587.04 
Cr. 
Capital stock............ $738,650.00 
Seven per cent. bonds..... 600,000.00 
Six per cent. bonds....... 28,600.00 
$1,367 ,250.00 
Certificates of interest on 
stock, outstanding. ... 484.86 
Bills payable........... 38,774.20 
Dividends unpaid.... .. 864.63 
Dividend, No. 3......... 29,546.00 
Sundry Accounts...... 4,962.32 
WUT os ieee cvene css 28,705.03 
————1470587.04 





Trade ef New York Canals, 

The following table shows the receipis from 
tolls on all the canals of the State, for the fiscal 
year ending on the 30th day of September, 
1853 : 


Erie canal. .... sce. os cece cove sees $2,833,970 70 
Champlain canal.... .... .++- «e+. 120,998 05 
Oswego canal.... 2.2 sees ceee ceee 97,297 99 
Cayuga and Seneca canal.......... 24,849 59 
Chemung canal.... .... «+. s++++- 19,603 18 
Crooked Lake canal.............. 1,391 06 
Chenango canal.... ......++. s+. 20,208 18 
Genesee Valley canal............. 31,2380 71 
Oneida Lake canal.... ..........- 11,571 67 
Black River canal. . 4,648 71 


Cayuga Inlet and Baldwinsville ca- 


Mc wads <aak neve sdaeis sag ictaey- 1,127 42 
Oneida River Improvement........ 37,630 47 
Total.. gare « cece oe $0,204,718 05 


The receipts from tolls during the past three 
years were as follows: 


CS er $3,329,304 60 
Sede viphins den ace SeaDERA 3,118,244 39 
TB iia tls ea ncivbernces 3,204,718 05 


There are 887 miles of completed, and 65 miles 
of uncompleted canals in the State. The total 
tonnage that has passed over the canals is 3,052,- 
251 tons, showing an increase over 1852 of 295,- 
908 tons; ovr 1851 of 607,145 tons. 

1852. 1853. 


The value of property ar- 
riving at tide water.. .. $66,893,102 $74,643,061 


Value of property going 
from tide water....... 118,896,444 114,890,801 


Total $185,789, 546$188,533,862 
Increase over 1852..... $2,744,316 


The following were the expenditures of all kinds 
during the fiscal year; also from the 30th Septem- 
ber to date: 





1858, From Sept. 30. 


Erle canal......... .... $39,685 19 $12,092 17 


Erie canal enlargement... 501,118 11 209,357 20 
Black River canal...:... 27,798 73 16,011 40 
Genesee Valley canal....120,116 88 43,334 28 
Champlain canal........ 2,217 55 1,287 55 
Oswego canal...... «+... 280,875 53 69,997 38 
Chenango canal......... 254 16 650 00 
Chemung canal......... 5,985 45 75 00 
Chemung canal feeder... 6 ‘87 7 29 


Cayuga and Seneca canal 14, 823 26 
Baldwinsville canal..... 2,982 83 


Total.... see coves $961,725. 07 $371,281 98 


18,580 00 





The amount expended during the year 1852 was 
$824,533 63, and for the past fourteen years, $8,- 
116,121 665. 





Alabama and Tennessee Railroad. 

The annual report of this company, presented 
to the Stockholders on Dec. 5. 1853, gives the fol- 
lowing general facts relative to the progress and 
condition of their work. 

On the fourth of July last the road was opened 
to Montevallo, 554 miles from Selma. From Mon- 
tevallo to the East bank of Coosa river, 2934 miles, 
the grading and masonry are under contract to be 
finished by the first of July next. From Coosa to 
Gadsden, 823g miles, all but 2434 miles are under 
contract. 

From Selma to Montevallo the graduation, ma- 
soncy bridging and superstructure have cost $571,- 
804 26, or $10,334 43 per mile. The amount ex- 
pended for depots, equipment, engineering &c., is 
$145,272 51. From Montevallo to Coosariver, in- 
cluding the bridge across Coosa, it is estimated to 
require for graduation, bridging, masonry and su- 
perstructure $527,841, of which $122,051 have 
been paid in cash and stock, leaving $405,790 to 
be expended. 

From Coosa to Gadsden the estimate for the 
roadway, including the same items as specified for 
the other division, is $606,695, of which $165,662 
have been paid, leaving $441,033 to be applied to 
that portion of the work. 

The earnings of the road in operation up to No- 
vember Ist, 1853, were $37,535 61, the expenses 
$31,889 57, leaving net earnings of $5,646 04.— 
Besides these, the road has done a business in 
transportation of materials for construction, for 
which $21,312 have been charged. 

The road has received in cash on 


SIN Sik. ciidsnccdccne ts $450,704 94 
From State, in cash............. 178,016 24 
Contracts in Stock, estimated...... 87,021 00 
Donated lands from individuals.... 13,000 00 

$728,742 18 
Sales of Bonds, 500 of 

Railroad and 50 of 

Selma city........... $512,494 12 
Discounts, commissions, 

Bs0.85 205s cd00cb08 37,505 88 

———— 550,000 00 
Bonds to be issued. .... $338,450 00 
Selma city Bonds due.. 35,000 00 


Stock subscripitions due 517,844 06 891,294 06 


$2,170,036 24 
The entire road from Selma to Gads- 


den is estimated to cost, equip- 

|, SE EN Ee eur fey $2,900,000 
Of which there remains to be rais- 

Gi aih si dada s deus weds taelh.cate 948,345. 


Of this sum there can be 
obtained on bonds un- 


GRE ss voce cote codes $338,450 
And it is proposed to ob- 
tain a State loan of... 500,000-——-$838,450 


$109,895 
Adding balances‘due on work in pro- 
QTOCBB ce cous cece cove veces 170,575 





Leaving to be raised from other 
MONON Scar 6nnch'cnds camach an $280,470 
It is believed that by suitable exertions this last 
sum can be raised by individual subscription , 
while the company might also reasonably hope to 
receive subscriptions from counties in the incorpo- 
rate capacity, in view of the aid of this character 





which has been extended, both by counties in Ala- 


-@ 901 


Ss  _) 


bama and in other States, to ‘similar’ enterprises. 
The value of real estate in the counties intersected 
by the Alabama and Tennessee railroad has been 
enhanced as much as the most zealous friends of the 
latter have ever anticipated. 

The prospects of this road, are not, of course, 
to be measured by its present condition. Being 
only in the intermediate stages of construction it 
has not yet attained a position to accomplish re- 
rults, : 

The discharge of the productions of the coun- 
try which it has ‘now reached, is periodical, not 
continuous. The heavy down business of last 
winter was forced into other outlets, in the absence 
of the railroad facilities which this work is just 
beginning to supply. Its opening to Montevallo, 
consequently, in July, was not contemporary with 
the flood of that tide which must, hereafter, flow 
with successively increasing volume through. this 
channel. And again, the early date of the Report 
conceals the results of the business which is seek- 
ing the road at the present time. ~ 

But, that the road is destined to do an import- 
ant business, there can be no doubt. It runs 
through a country abundant in natural resources, 
and has already reached a stage where these will 
become available. And it will command yet more 
important points before the next periodical flow of 
freight, by the extension of the road across the 
Coosa river. This is expected to be completed in 
September of this year. Besides the agricultural 
interest, at present the most important in Alaba- 
ma, the coal, iron and lime accessible in Bibb and 
Shelby counties will soon become an important 
addition to the business of the road, and such as 
will be nearly continuous in movement throughout 
the year. 

While this road has availed itself of those features 
of its route naturally favorable for cheap construc- 
tion, it has been built in the most permanent man- 
ner, such as is characteristic of Northern roads.— 
Much of the work has been done in “ working 
out” stock subscriptions, by men whose homes and 
property are contiguous to the road. Indeed, both 
the capital and labor for the construction of the 
work have been well supplied from local resources, 
and when the road shall have been completed its 
bonds will be secured by an investment upon 
which nearly three times their whole amount has 
been economically and profitably expended. 

Looking to the time when, besides the full de- 
velopment of its local resources, the Alabama and 
Tennessee railroad shall have completed its ulti- 
mate connections, and thereby secured its im- 
portant position in the great lines of railroad con- 
necting all the Northern andjthe most important 
of the Western States and cities with Mobile and 
New Orleans, it may be safely said that no other 
part of these lines coincides more nearly with the 
natural direction of the trade which they aim to 
control, none upon which a larger or fbetter busi- 
ness can be created, and few which have better fa- 
cilities for cheap and expeditious operation and 
consequently with these combined advantages, a 
better promise to their stockholders. 


Profits of Locomotive Building in the West. 

The Menomonee Machine Shop, a small estab- 
lishment in Milwaukee which has built most of the 
Equipment ef the Milwaukee and Mississippi road, 
has declared a dividend to the stockholders, to 
the amount of 20 per cent. on the eapital paid in, 



















































































“‘Pomeentretion af Pewers as applied. te the 


the piston and crank, and in the “coupled driv- 


creer anne ee, 


leading New England roads. 
BY ZERAH COLBURN. 

In the progress of railroads there has been a 
natural tendency to increase the capacity of the 
motive power, by which is understood an increase 
in the dimensions of the steam generating and 
steam consuming parts of the locomotive, and ne- 
cessarily an increase of weight. But this tendency 
must soon find a limit, with a given construction 
ot locomotive, in the economical resistance of the 
rails. The original locomotive had but a single 
pair of driving wheels, these being all that were 
then required to support half the engine and to 
afford the necessary adhesion. And although the 
weight of the locomotive has been since increased 
three or four hundred per cent, this general prin- 
ciple of the distribution of weight still governs 
the construction of passenger engines in England. 
Engines having from 11,000 to 14,000 Ibs. upon a 
single driving wheel, and with some classes of en 
gines, as much as 12,800 lbs. upon a single lead- 
ing wheel, are not uncommon. For the ordinary 
class of express engines, a weight of 12,500 Ibs. on 
each driving wheel is a common allowance. Every 
effort has been made to increase the speed of these 
engines, while from this reason and the increase 
of traffic, a much greater number of engines has 
been run than formerly. Hence the destruction ¢f| 
rails and road-bed which was originally measured 
by years is now the work of months or weeks. In- 
deed, by 1847, the “depreciation of permanent 
way” had become so alarming in England that 
stockholders begun seriously to doubt the value 
of their investments, and this as much as any 
other cause, disclosed the fatal results of the over 
construction of railways in Great Britian. 

As a reaction upon this system a number of en- 
gineers at once advocated the use of “light engines”, 
and many were built and tested, which under 
good circumstances performed well for trains of 
corresponding weight. But from the abscence of 
that surplus of power which an important equip- 
ment of locomotives always requires, to be reliable 
under all circumstances, it was soon shown that 
the power must still maintain an ascertained ratio 
to the resis‘ance, and that the essential parts of 
the engine could not be altered so as to involve 
much less absolute weight than before. 


Yet it was true that, by the system of motive 
power partially established in our own country, a 
considerable reduction of weight for a given power 
could be made, while the absolute weight could be 
distributed, so that it should not exceed a minimum 
upon a single point. These important results were 
attained in the use of the “outside connection” of 


ers”, These two features were distinctive and 
might be claimed as the basis of the American 
system of motive power. 


On many of the roads in this country, however, 
a construction of engine which was a mean be- 
tween the extremes of both systems, had become 
generally established. This was the eight wheel 
plan, haviog two pairs of connected drivers and 
a truck frame. It was such a plan as was suited 
for the heavy passenger business of any road, but 
which, without possessing the merits of adapta- 
tion, had been also impressed into freight service, 
Where it was combined with the “inside connre- 
tion” the power could not be materially increased 
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without involving considerable concentration of 





weight, and the result was an approach to those 
which had proved se disastrous in England. But 
while the result was nearly the same it was 
lifferently manifested. Instead of concentrating 
our power by the desperate English means of a 
soncentration of weight, our engines were kept 
at the ordinary limits imposed by the double 
crank, and by that of “four tons to a wheel”, while 
to make up for this deficiency, as a matter of 
course, a greater number of engines had to be 
employed. The first reaction of the English sys- 
tem extended to our own, and many railroad men 
were content to believe that “light and frequent 
trains” were the true conservators of economical 
operation. 

While I shall hereafter show all the advantages 
which can be claimed for the system last named, 
[ shall now proceed to examine the cost of its ap- 
plication to the working of interior roads, and 
those relying upon a through business, I shall 
also show its operation on undulating roads having 
severe grades. 

The system will be considered especially with 
reference to working freight. 

The cost of transportation governs the profits 
both of transporting and often those upon the ar- 
ticles transported. The cost of railroad transpor- 
tation is increased less with the capacity of mo- 
tive power and of trains than with the nwmber and 
mileage of engines, and the speed at which they 
are worked. The chief items, forming much more 
than one-half, of the cost of running trains are the 
repairs of road, repairs of engines, wages of engine 
and train hands, and fuel. For instance, in 1852 
the cost of running a freight train of 222 tons, or 
78 tons of freight, for 100 miles upon the Erie 
road was as follows 


Cost of maintaining way................$12 19 
Repairs of locomotives ................. 7 52 
Engine and train hands..... .... 0... ss... 12 70 
Fuel and cost of preparing .............. 13 87 
Oil Pee SPRINGS vo .oc.006 vec wees coves coees 219 

$48 47 
All other CXPenses oooe voce seve voce 25 32 


Again, the transportation of freight upon the 
Baltimore and Ohio road, for the year 1852, shows 
the following result per ton per mile: 


Repairs of road and bridges. .... .... ..°295 cent. 
¢ FR 08.65 195.0 4-9000.4948 00 104“ 

Wood and coal including labor......... 094 ‘ 

Oil and waste for engines............. 036“ 


ae | 


690 tc 
CAL] Other CLPCNSES 2004: 0000, 0000 svanins wae i ' 


*933 “ 


Engine and train hands. .......... 





* It is necessary, before proceeding any farther, 
to state that although the power or capacity of the 
Baltimore and Ohio engines is greater than that of 
the Eric engines, yet the grades and curves of the 
former road are so severe as to offsett the advan- 
tages of concentrated power. The whole expense 
per ton moved, of operating the engines and main- 
taining the road are generally no greater upon the 
Baltimore and Ohio road than upon the Eric; in 
fact, a portion of these expenses is less; but from 
the different character of much of the freight 
moved on the former road, and the better con- 
struction of freight cars, the expenses, other than 
those of the road and engines, are much less, so 
that the first class of expenses, although not abso- 





lutely greater than on the Erie road, is reladively so, 

















Of that class of expenses which I have shown to 
form from one-half to three-fourths of the whole 
cost of moving freight, the increase is not propor- 
tional to the capacity of the engine or trains, but 
is almost wholly dependent on their number and 
mileage, more especially upon their number. 

The wear of road and bridges is caused, to a 
great extent, by the locomotive, the weight.on the 
wheels of which is twice per wheel of those of the 
cars, while the engine has to force itself over the 
rails by its adhesion, instead of being drawn. 
Again, the engine, being at the head of the train, 
gives the dlow which first disturbs the resistance 
of the rails and road bed. Except the weight be 
excessive upon a single wheel, a great part of the 
wear would be no more with an engine of thirty 
tons weight, than with another of twenty. With 
the same engine, however, the wear is increased 
in a rapid proportion to the speed, while the useful 
load is at the same time diminished. 

The wear of engines is well known to be more 
in proportion to the number and disposition of 
their parts, than to their size. There is so much 
room to reduce the cost of repairs of freight en- 
gines by using the outside connection, iron tubes, 
chilled tire, etc., that a great increase of power 
could be obtained with these advantages without 
increasing the ruling rates of engine repairs. In 
practice, those roads which use the heaviest eight 
or ten driver-engines, conduct their repairs the 
cheapest. 

Fuel is not consumed, in practice, in proportion 
to the expenditure of steam. A very large pro- 
portion of fuel is almost necessarily wasted ; being 
lost in getting up stcam, in waiting at stations, by 
blowing off steam, by priming, by leakage in the 
boilers, by condensation of steam, by the entrance 
of cold air in firing, and by other causes, nearly 
all of which sources of loss are exactly propor- 
tionate to the number of engines. The careless- 
ness, and consequently the waste of firemen is 
proportionate to their number. 

So with oil and waste, the expenses for which 
are nearly proportional to the number of parts to 
which they are applied, and the number of hands 
applying them. 

The wages ofenginemen and firemen are almost 
exactly in proportion to the number of engines. 

The number of train hands is nearly in propor- 
tion to the number of trains run. One conductor 
is required on every train, no matter how short; a 
single brakeman can control more brakes on a 
long train, while every train requires one brake- 
man on the last car. 

The capital invested in engines, engine houses, 
turn tables, turn outs, shops and stationary ma- 
chinery, and very often in second track, is nearly 
proportional to the number of engines used. While 
the destructive, and often fatal results of accidents, 
increase, under a given system, in a close propor- 
tion to the frequency of trains. 

In comparing the expenses of heavy against 

By ‘‘a better construction of freight car,” I 
mean that those of the Baltimore and Ohio Rail- 
road have outside bearings which permit the use 
of oil tight boxes, and a consequent great saving 
in removing boxes and in oiling, These cars have 
also a“ through draw rod,” by which the whole 
train is connected by a continuous iron bolt, and 
no car is strained beyond its own weight. Again, 
the narrower gauge of the Baltimore road saves 
something in wear of wheels and axles, especially 
on curves of equal radii on both roads, 
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light engines ; or engines intended for slow speeds 


with those which run at a rapid Tate, the usual 
reference to the “ miles run” is not correct, as the 
heavy or the slow engine does perhaps twice the 
work, and therefore earns twice as much per mile 
as would the other engines in the same distance. 
If it costs $1 00, per mile run, by trains carrying 
200 tons of freight, and it costs 67 cents for trains 
carrying 50 tons, the full train is of course the 
cheapest. 

If alarge proportion of power is to be absorbed 
by heavy and continuous grades, such as cannot 
easily be surmounted by a moderate increase of 
pressure or reduction of speed, then engines of 
greater power should be used instead of divid- 
ing the trains. An undulating road with severe 
grades, and aiming to control a heavy business, 
must be equipped throughout with what I have 
termed concentrated power. 

I have been thus particular in stating the gene- 
ral principles which control the cost of freight 
transportation, because there are so many roads in 
New England which stand so palpably in need of 
their application. A large share of the soundest and 
most essential capital of that section has been in- 
vested in great lines of railroads, aiming to secure 
a western business, besides the developement of a 
local trade. These roads have encountered natu- 
ral difficulties such as cannot be profitably con- 
trolled except by concentrated puwer. 

The Western RR. of Mass., for example, has a 
rise and fall of over 3500 ft. in a length of 156 miles. 
It has, besides others, three summits, re- 
spectively 90634, 145614, and 95416 feet above 
the base line of the road. There are, in all, 224 
planes. Of the entire length, 22°924 miles, or 15 
per cent., are on grades of between 50 and 83 feet 
rise per mile, while 88°365 miles, or 57 per cent. 
are inclined above 30 feet per mile. There isa 
continuous grade of 74 feet per mile for 55¢ miles; 
one of 79 feet per mile for 44g miles; and one of 
88 feet per mile for 1!¢ miles. 

The standard freight engine of the Western road 
is “inside connected” ; has 16 by 20 inch cylinders ; 
44 feet wheels ; weighs 23 tons and has about 4 
tons to each driving wheel. It expends 3,481 cubic 
feet of steam per mile ; \the ultimate power being 
equal to about 650 tons on a level, or 130 tons on 
an 83 feet grade. 130 tons is about the weight of 
eight eight-wheel cars, well loaded, and this is all 
that could be drawn over such grades by these en- 
gines, without an average pressure of steam in the 
cylinder of more than 75 pounds per square inch, 
and an adhesion greater than two-ninths of the 
driving wheels. In the months, during which the 
motive power is in the fullest use this amount of 
adhesion cannot be always relied on except by an 
injurious use of sand. 

The cost of moving one ton one mile upon the 
Western road has averaged, for several years, 1.4 
cts. The charge has been 2.8 cts. per mile. The 
following table shows the tonnage for each year 
since 1846, and the receipts from freight, 


Year. Tons moved Rects. from Receipts 
one mile. freight, per ton 
per mile 
1847 28,037,628 $785,845 66 2.8 
1848 24,656,129 745,909 76 8.02 
1849 25,307,146 745,393 81 2.9 
1850 26,206,308 740,493 68 2.9 
1851 28,304,050 714,362 92 3.06 
1852 28,724,070 685,062 85 29 
1868 «© 28,158,554 786,215 87 28 






tracting to them the great through business, for 
which the natural water routes at their western 
termini are successful competitors. The only plans 
which have been urged were the construction of 
roads with easier grades and less distance and the 
adoption of lower charges for freight. But upon 
the Reading read, having the most favorable grade 
for cheap transportation, the concentration of pow 
er, or use of heavy engines has been carried to 
great extent, and has been one of the most import- 
ant means of reducing the cost of carriage. Nine- 
ty cars carrying 475 tons (of 2,000) Ibs.) of coal 
is the usual load for the latest class of engines 
upon this road. 

By the other proposed system of lower charges 
what would be gained ? More business would offer, 
and more engines of the present kind would be re- 
quired to do it. The wear of road and machinery, 
and the expenses of the operating force and of 
fuel, oil etc., would be increased, nearly in propor- 
tion. Allowing the increase of business this re- 
sult must follow. 

In the mean time the through business mov- 
ing Eastward on New England roads is rapidly 
falling off. That of the Western road was but one 
half in 1852 what it was in 1847. In 1853 an im- 
provement occurred in the amount of business, but 
the charges and the cost remained substantially the 
same per ton. 

If this road, by a different system of motive 
power could operate maximum trains, say of 100 
tons of freight, they might reduce the cost to 
1 cent and the charge to 2 cents per ton of 
freight per mile. Instead of 28,153,554 tons of 
freight moved one mile in 1853, 39,310,793 tons 
could have been moved, an increase of about 40 
per cent. With this increase of freight the road 
could afford to receive even a less proportion of 
profit on its transportation, by reason of the travel 
which would be thereby attracted. 

But it will be said that the business of the Wes- 
tern road has long been below the capacity of their 
engines. This is only true in averaging the weight 
of trains in a year’s business, in which the result 
is aggravated by the preponderence of Eastward 
bound freight, which lasi year was twice that of 
the Westward bound freight. On the Reading 
road the coal cars are are wholly empty in return- 
ing, and yet the trains the other way are fully up 
to the capacity of the motive power. 

The freight trains moving East on the Western 
road, in the summer and fall months are certainly 
as heavy as the engines can control, and the 
press of business is such that frequent trains are 
run; showing conclusively that the important bu- 
siness is not below the capacity of the engines.— 
Indeed, looking at the physical features of the Wes- 
tern Railroad, and to the vast business which it 
seeks to control, all of which is contested by short- 
er and naturally cheaper routes, itis undeniable 
that the motive power of this road is decidedly of 
an inferior character in point of capacity. 

The means of economical increase of capacity 
must lie in the simplest construction of machinery 
and especially in the distribution of the weight 
thereof. The Western railroad equipment could be 
changed for freight engines having 18 by 24 inch 
cylinders and 54 inch wheels, weighing 30 tons, and 
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frame; the whole power being 50 per cent. greater, 
while the weight on each wheel would be the same. 
It is not necessary to discuss the details of such 
engines as these general proportions and and ar- 
rangements are already in successful use on some 
of the leading freight roads in the world. 

The adaptation of power for most roads has been 
determined more by the preferences of the“bui'd- 
ers thna upon any other authority. For instance, 
the motive power of the Western road is substan- 
tially that of all of the other roads in Massa- 
chusetts, New Hampshire and a part ot Vermont, 
and without any especial reference to length of 
road, grades, curves, or character of traffic. The 
doctrine of “ light and frequent trains,” applica- 
ble only to the suburban passenger communication 
of a metropolis, being ruinous for any interior 
road aiming at a heavy business, and especially at 
a through trade,—a doctrine established in the 
circumstances enumerated at the commencement 
of this article,has materially influenced the cost of 
transportation on New England roads, and directly 
benefitted those rivals which seek the New York 
Market. ’ 

Asa necessary and only means of reducing the 
cost of freight transportation on New England 
roads, and of arresting the rapid decline of their 
foreign business, a prompt and judicieus applica- 
tion is necessary of the principles of concentra- 
tion of power. 





Improvement ofthe Red River. 

The work of blowing out. the falls at Alexandria 
has been commenced. The plan adopted by the 
contractors, is to depesit a tin cannister, by means 
of a rope and guiding rod, on the surface of the 
rock to be removed, containing from 50 to 150 Ibs. 
of powder. To this is attached a wire, connected 
with a galvanic battery, which, at the pleasure of 
the operators, fires the powder. The explosion 
shatters the rock bencath, and the process is re- 
peated until the concussions have displaced the 
rock to the desired depth. Neither drillin;, 
dredging, nor dragging is employed. The chan- 
nel will be made from 40 to 60 feet wide, instead 
of 80 feet, as before reported; but even from 40 
to 60 foet will be too protracted for steamboat 
navigation. The softness of the rock and low stage 
of the water act as slight drawbacks on operations, 
but good progress is made with the work. A 
channel will first be blasted through the lower 
rapids, and the effect on the river above be ascer- 
tained, before going to work on the impediments 
above.—Shreveport Southwestern. 

The contractor is Professor Maillifert, who 
blasted out the rocks at “Hell Gate” in New York 
harbor. 





Pennsylvania Railroad Tunnel. 

The tunnel which has just been completed on 
the line of the Pennsylvania Central Railroad pas- 
ses through the summit of the Alleghany Moun- 
tains at a point known as Sugar Run Gap. It lies 
in the counties of Blair and Cambria—the summit 
being the dividing line. It is 3,612 feet long, 2,- 
685 feet of which is arched, con 7,700 per- 
ches of cut stone and 6,400 perches of brick ma- 
sonry, and 927 feet is cut through the solid rock 
where arching is unnecessary. Eight feet of the 
arch on each side is built of cut stones 224¢ inches 
thick, resting on abutments of rock work of 
the same thickness, and the crown co: of five 
courses of hard burnt brick—the whole laid with 
hydraulic cement. At grade, the width of the tun- 
nel in the clear is 21 feet—ten feet above the grade, 
24 feet. The height above the grade is 23 feet.— 
The greatest elevation above tideis at the westend 
of the tunnel, where the height is 2,161 feet. The 





having three fourths of that weight for adhesion, 


grades ascending the eastern slope commence at 
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Altona, and in a distance of 12 miles, where the 
west end of the tunnel commences, the height 
overcome is 993 feet, or 82% feet to the mile, 
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Stock and Money Market. 

The share market shows a slight improvement 
since our last issue. Everything dances attend- 
ance upon the Eastern question. The last steamer 
reports were regarded as more favorable than 
than those of the preceding. It is useless, however, 
to expect that any active demand can spring up 
for our securities, till peace, or war is determined 
upon. Either event by putting an end to a period 
of suspense, would probably help matters on this 
side. In the securitics of new works next to no- 
thing is doing. Money is easy on call, and suffi- 
ciently abundant iu the business channels, and is 
daily becoming more so from the absence of spec- 
ulative movements. 





EH. F. JOHNSON UPON THE PACIFIC 
RAILROAD. 


We have published, and have for sale, E. F. 
Johnson’s recent work upon the Pacific Railroad 
Mr. Johnson is admitted to be one of the first En- 
gineers in this country, and his reputation is a 
good guaranty that the subject under discussion 
has been thoroughly considered and discussed. 
The work is illustrated by a large map, showing 
all the. proposed routes, a profile of the Northern 
Route, a map of the mountain chain traversed by 
it, and seven lithographic views of various points 
upon its linc. The whole work is elegantly got 
up, and makes a volume of 176 Pages, Octavo. 

Persons wishing to procure copies of the above 
work, by forwarding one dollar to our address, 
can have a copy of the same with the maps, for- 
warded by mail post paid. 


Central Ohio Railroad. 

This company, as we learn, have contracted for 
24 additional engines, to be delivered, all, previ- 
ous to January 31st, 1855. This will make 41 
with those now in use. The estimated amount of 
graduation uncompleted in October last, was 
$464,000. The road is expected to be opened to 
Cambridge, 50 miles from the Ohio river, by 
March. 





Artesian Wells. 

At Selma, the Alabama and Tennesee Railroad 
Company have dug an artesian well for the supply 
of water for their engines. This well discharges 
240 gallons of water per minute, at a height of 
22 feet. An attempt was made to bore an artesian 
well on the line of the road, 32 miles from Selma, 
but without success. 





Debt of San Francisco. 

The funded dcbt of San Francisco is $1,500,000 
and the California Legislature will probably pass 
a law authorizing its liquidation so fast as means 
can be accumulated for the purpose. The floating 
debt, over $490,000, the city has already taken 
means to pay by the sale of city property valued 
at near $700,000. 

Mobile aud Ohio Rallroad. 

We learn that the Legislature of Alabama has 
voted to make a loan to the above road to the 
amount of $400,000. 
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Railway Share List, 
Compiled from the latest returns—corrected every Wednesday—on a par valuation of $100. 
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Great Western Railroad of Canada. 











ilway Sh : valuation of $100. A valuable addition to the railroad system. of 
Compiled from the latest returns—corrected every Wednesday—on a par of the country has been made by the opening of the 
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= o = e o Detroit, a distance of 228 miles, Its cost is high 
for a new work, but we understand that it is very 
Pennsylvania Central.... .... Penn.|250| 9,768,155} 5,000,000\13,600,000|1,943,827| 617,625)....| 97% | substantially constructed. 
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_ Tae Nortuekw Rovre.—Gov. Stevens has pub- 
lished in the Oregon Pioneer, the following in re- 
gard to the Northern route which he surveyed : 

The geographical importance of the region of 
country between the Basin of the St. Lawrence,the 
head waters of the Mi and Puget Sound, 
its adaptation to settlement, its railroad routes, 
its emigrant roads and the nomadic tribes within 
its ers will be the subject of the following ar- 
ticles. Resting on the two great rivers of the 
eastern and western coast, the Missouri and Co- 
lumbia, it connects by a navigable stream with the 
Hudson’s Bay and the Arctic Ocean. Between the 
upper tributaries of these two rivers, the Rocky 
Mountains are broken into spurs, filled with beau- 
tiful and fertile valleys, furnishing several good 
passes much lower than the southern passes, and 
one being by barometric measurement more than 
1,500 feet below the South Pass. The head of na- 
vigation of the Missouri is only about 700 milen 
from the waters of Puget Sound, inexhaustible is 
its lumber, its coal and its fisheries, and in the 
distance there is one long reach of the Columbia 
navigable for steamers. 

From this head of navigation in 200 miles and 
in ten days, the emigrant reaches that beautiful 
valley in Washington Territory, at the base of the 
mountains which even the honest and simple 
minded Flathead Indians have filled with cattle, 
and raised wheat and potatoes for their own use. 
Through this valley all the Indians, from the Uas- 
cades to Rocky Mountains, pass on their way to 
the vast Buffalo plains between the Missouri and 
Yellowstone, where with the Crows and Blackfeet, 
they lay in their stores of meat and robes, and 
which has been the scene of many sanguinary con- 
flicts. The best natural wagon roads connect the 
head of navigation of the Missouri with the fertile 
valleys along all the streams issuing from the 
Rocky Mountains to the head of the Yellowstone 
—valleys so mild cattle need not shelter in winter, 
rich in buffalo grass, abounding in wood, and the 
water of the purest quality, and game, buffalo, 
elk, deer, big-horn antelope, black bear in the 
greatest abundance. The passes are yearly traver- 
sed by the Flathead Indians between Christmas 
and New Years on horseback, and March is the 
favorite month for the breaking up of the buffalo 
hunt by the Washington Territory Indians, and 
their return across the mountains to their homes 
on the plains and in the valleys of the Columbia 
river and its tributaries. From the head of navi- 
gation of the Missouri through the territory of 
Minnesota and the region occupied by the Assene- 
boines, the Grosventres and the Blackfeet, the emi- 
grant will find grass over every mile of the route, 
and water at never greater distances than fifteen 
and scarcely ever at greater distances than ten 
miles. Myraids of buffalo occupy this vast region, 
and their numbers have not sensibly diminished, 
though 2,000 Red River hunters, each on his fast 
buffalo horse, four mouths each year pour death 
into their ranks, and they are almost the only sub- 
sistence of some 25,000 Indians. y 

Four routes within the Territory of Washington 
are pursued by the Indians in passing from the 
valley at the western base of the Rocky Moun- 
tains to the plains and valleys between the Coeur 
d’Eleienc and Cascade Mountains. The Coeur 
@’Eleiene Mountains, an extension of the Blue 
Mountains to Clark’s Fork of the Columbia, north 
of which the range is known as Kouteny Moun- 
tains, occupy the whole width of the Territory for 
a distance of from 100 to 120 miles, is covered 
with heavy timber and numerous well grassed 
though narrow valleys. “The Nez Pereez, the Spo- 
kanes, the Peuie d’Oleilles, the Coeur d Eleienes, 
and other tribes, in crossing these mountains have 
three to four horses for each man, woman and 
child, and even children of a year and a half old 
will be seen guiding their horses, one hand only on 
the rein, entirely unconscious they were exciting 
the wonder and and admiration of the passer-by. 

The Cascade Mountains have two good passes, 
and on Sound is found a climate of extraor- 
dinary salubrity, milder than that of Virginia, and 


the same average temperature 





ugh more 
equable than that of San Frasdiieo ort a soil 
which yields rich returnsto the husbandman. The 
strawberry is often in blossom in December and 
February, and ice has to be imported from the 
colder regions of the north. 

The country between the Cascades and the 
Ceeur d’Eleiene Mountains is generally well adap- 
ted to grazing or tillage, and much of it is exceed- 
ingly well watered. Many of the Indian tribes 
are known to be rich in horses, and: they have 
made considerable advance in the cultivation of 
the soil. 

Such is the general character of the country 
connecting Puget Sound the great roadstead of the 
Northern Pacific, with the great basin of the St. 
Lawrence. Tapping the magnificent valley of the 
Upper Mississippi,J having within its borders the 
Missouri and Columbia, the tributaries of its wagon 
roads and itsrailroads, and themselves great chan- 
nels of communication, the Rocky Mountains 
broken into spurs and filled with valleys, the other 
mountains having practicable passes, it adds not a 
little to its interest that it was the scene of the 
labors of our first, our most dauntless explorers, 
Lewis and Clark. . The sagacity of Jefferson saw 
that here was a great natural route, and he placed 
the men at the work who made it known to the 
nation. Public attention has now become fixed 
upon this field of the country’s first great explora- 
tion, accomplished nearly half a century ago. This 
field we will examine and describe in a series of 
articles, 





Cincinnati, Union and FortWayne Railroad. 

The following is the report of the President and 
Directors of this company to the stockholders. 

Gentlemen :—In laying before you the first an- 
nual Exhibit of the affairs of the company, it may 
not be amiss to briefly review its history. 

In May, 1852, the Cincinnati, Hamilton and 
Dayton Railroad being completed and running 
from Cincinnati to Dayton, and the Greenville and 
Miami Railroad in a forward state of completion 
from Dayton to Union, and its completion during 
that year, expected, and the Indianapolis and Bell- 
fontaine railroad, being also in a forward state of 
completion to Union, and its completion expected 
during that year, the men having these roads in 
charge, conceived the project of making this line 
of railroad from Union to Fort Wayne, thereby 
extending the Cincinnati, Hamilton and Dayton, 
and the Greenville and Miami Railroads, to Fort 
Wayne, and making a Fort Wayne connection, for 
the Indianapolis and Bellfontaine Railroad; and 
it was then determined to organize this company, 
so soon as the General Railroad Law of Indiana, 
then just passed, should, by publication, become 
the law of the land. The law, however, was not 
published until the fall following. In October, 
18538, books were opened along the line for sub- 
scriptions of stock, to organize the company. The 
necessary amount being raised, articles of associa- 
tion were agreed upon and signed, and filed in the 
Secretary of State’s Office on the 15th day of 
February, 1853, and the company thereby in- 
corporated. At that time, the stock subscribed 
amounted to $53,800. 

The company was organized on the 22d of 
February, 1853, and immediately entered upon 
the work. An engineer corps was put in the field, 
under the superiiftendence of Robert M. Patterson, 
Esq., the able and efficient Engineer of the com- 
pany and the whole line located on air lines from 
point to peint named in the articles of association. 
The grubbing of the entire line was let at $18,895, 
being $287.50 per mile; and the grading of the 
entire line was let on the first day of September, 
to experienced and efficient contractors, at 16 cents 
per cubic yard, for excavation, and 18 cents per 
yard, for embankment. All the contracts are pay- 
able one-third in the stock of the company, and 
two-thirds in money. 

In computing the cost of the road, the engineer 
has taken the contract prices as to the grubbing 
and grading, and estimated as to the bridging. 
From his report it will be seen that the graduation 
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and bridging of the entire line, 65.72 miles long, 
will co: 179, being only $3,024 per mile. 
This is very low, considering that tangents alone 
were used in the location. If roads pay elsewhere, 
in less fertile countries, the roadbeds of which 
cost from $20,000 to $30,000 per mile to prepare 
them for the superstructure, we may reasonably 
anticipate that ours, costing but little over $3,000 
per mile, to prepare it for the superstructure, will 
be a good paying road. 

The company has taken lands in subscription 
for stock under the provisions of the law authoriz- 
ing the same, They were not taken, however, at 
fancy prices, but at their cash valuation, ascer- 
tained by an appraisement made under oath, by 
an appraiser appointed by the company, who did 
not include perishable improvements in the valua- 
tion: nor did he take into consideration the pro- 
spective increase of value of the lands, on ac- 
count of the construction of the railroad. Lands 
so appraised, amounting to $100,000 have been 
conveyed in trust, to Stephen 8. L’Hommedien, 
Esq. of Cincinnati, to secure the payment of $80,- 
000 of bonds, that the Board have directed to be 
issued, based on said lands. Sixty thousand dol- 
lars of these bonds, bear interest. at seven per ct. 
and twenty thousand dollars of them, bear inter- 
est at six per cent. Owing to the stringency in the 
money market, no portion of these bonds has yet 
been offered for sale. Having an entirely safe 
basis, I have no doubt they can be negetiated on 
favorable terms, as soon as bonds again become 
in demand in lhe market. As they are receivable 
for our lands, many of them will be taken by our 
contractors, and others on the line, for labor on 
the road. 

In addition to the lands so conveyed in trust, 
the company has other lands which have been re- 
ceived since that conveyance was made, and is 
still receiving lands in subscription. 

Our stock subscriptions now stand thus: 


Land subscriptions, closed by convey- 


ance to the company.............. $103,760 
Land subscriptions, unclosed, about... 30,000 
Cash subscriptions, closed up by note 

OF PAYMENE.... 000+. coee cove cece 47,300 
Cash subscriptions, unclosed, about.. 50,000 


er tees eens ve vee $201,060 

It will thus be seen that our subscription, if it 
can be made available, is sufficiently large to pre- 
pare the road-bed for the iron, and we are still re- 
ceiving additions to our stock. 

The right of way, eighty feet in width, has been 
procured over the greater portion of the line. In 
most cases it has been conferred voluntarily, the 
citizens through whose property the road passes, 
acting in the spirit of men weo appreciate the ad- 
vantages to accrue to themselves, as well as the 
public, from the construction of the road. In some 
cases the right of way has been purchased by the 
company on equitable terms. The Board desire 
to deal justly with all: and from a desire to secure 
the good will of land owners along the line, and 
to avoid litigation, have endeavored, in a spirit 
of liberality and justice, to compromise all claims 
for damages. A few persons, however, have ob- 
stinately persisted in such exorbitant demands as 
will, if continued, compel the Board to resort to 
legal means to procure the right of way. Some 
of those, too, who so persist, have hitherto oc- 
cupied such a position in society, and had such 
a reputation for intelligence and public spirit, as 
led us to expect better things of them. 

About one-half of the line is grubbed, and a 
considerable portion of grading is done on the 
first’section, between Union and Portland. 

Depot grounds at Fort Wayne, have been secur- 
ed, in direct connection with the great railroad 
lines of that place. Machine-shop grounds at 
that point, have also been verbally contracted for. 
Depot grounds at Decatur, and machine-shop 
grounds at Union, have been secured. 

Under the authority given me by the Board, 1 
have contracted for a small number of ties, to be 
paid for in the stock of the company. 

Our road: is the last and finishing link in the 

















chain of railways connecting the cities of Cincin- 
nati_and Dayton, with Fort Wayne. It is. not 
quite 66 miles in, length, and passes through a 
‘country of uns fertility. It diverges 
something from a direct line ro pass by the county 
seats of the two counties of Jay and Adams, but 
increases the distance only about a mile, by so 
doing. Its general direction is in the direct line 
pas te Fort Wayne and Cincinnati, and it will 
always do a large through business between those 
cities, and almost an equally large one between 
Fort Wayne and Dayton. But experience has 
shown that local business, in general, is as profit- 
able to railroads as through business. The local 
business of our road will be equal to that of any 
road in the West, The whole transportation, both 
out and in, of Adams and Jay counties will pass 
over our road, and a great portion of that of Ran- 
dolph, Wells, and Allen, in Indiana, and of Van 
Wert and Mercer, in Ohio. At Fort Wayne, our 
road will, by its terminus, be in direct connection 
with the Fort Wayne and Chicago Railroad, the 
Fort Wayne, Lacon and Platte Valley Air Line 
Railroad, the Wabash Valley Railroad, and the 
Ohio and Indiana Railroad, all of which railroads 
have their depot grounds in juxtaposition with 
that secured by this company. Business arrange- 
ments can be secured with all these companies. 
At Union, the southern terminus of our road, we 
will be in direct connection with the following 
railroads, in addition to our through connection 
with Dayton and Cincinnati, to wit: the Indiana- 
polis, and Bellfontaine, the Bellfontaine and In- 
diana, the Columbus, Piqua, and Indiana. the 
Marion and Mississiniwa Valley, the Evansville, 
Indianapolis, and Cleveland Straight Line, and 
the Sandusky, Fremont, and Union. No railroad 
has more varied or extensive connections than 
ours will have. 

On the second day of April last, an agreement 
was made hy this company with the Cincinnati, 
Hamilton and Dayton Railroad Company, the 
Twin Creek Railroad Company,* and the Green- 
ville and Miami Railroad Company, for through 
tickets and freight bills, from Fort Wayne to Cin- 
cinnati, and for a uniform gauge over the whole 
line. This agreement has been ratified by all the 
companies, and is perpetual by its terms, and se- 
cures a continuous line, of uniform gauge, for all 
time to come, between ‘the cities. 

All of which is respectfully submitted, by order 


of the Board. 
JER. SMITH, President. 
January 4th, 1854. 


Connection of Lakes Erie and Ontario, 

Measures have been taken at Hamilton to or- 
ganize a company for the construction of a rail- 
road from that place to Port Dover, on Lake Erie. 
A railroad, on a route as direct as possible, con- 
necting the navigation of the two lakes and with 
that of Grand River is an object at present of the 
greatest importance to the business interests of 
Hamilton. 








Appointment, 

We understand that Wm. M. Stockton, Esq., has 
resigned his office of chief engineer on the Char- 
lotte Road, and has accepted the same position 
on the South Carolina Railroad. 





Appointment, 

We learn that Philo Hurd, Esq., late Vice Presi- 
dent and superintendent of the Naugatuck Rail- 
road has received and accepted the ap ointment 
to a similar post on the Madison, Indianapolis and 
Peru Railroad. 











* This company is making a railroad, twenty 
miles long, from the Junction of the Greenville 
and Miami Railroad with the Dayton and Western 
Railroad, across to Carlisle, on the Cincinnati, 
Hamilton, and Dayton Railroad, by which the dis- 
tance to Cincinnati will be made some ten or 
twelve miles less than to go by Dayton. 





_AMERICAN RAILROAD JOURNAL. 


Trade of Buffalo. 

From the Buffalo Republic we gather the follow- 
ing facts. 

The population of the city is now 75,000. The 
city limits embrace 23,710 acres. The total value 
of real and personal estate is estimated at’ #24,- 
455,752. 

The total value of the imports by Lake, during 
the year, is put down as $36,881,230, being an in- 
crease over 1852 of $1,937, 875. ‘The value of the 
produce brought in by the State line Railroad is 
estimated at $2,234,273. This makes the total 
imports from the West amount to over $39,000,000. 
Added to the imports from the East, it shows a 
commerce of over $125,000,000. 

The receipts of flour in 1853 were 983,837 bbls., 
showing a decrease of 315,676 from the year be- 
fore. 218,296 bbls. were manufactured in the 
city. 

The receipt: of wheat have been 5,424,043 bu. 
Of corn, 3,665, 793 bu. The aggregate quantity 
of grain of all descriptions received during the 
season was 11.078,751 bu. 

The exports to Canada during the year amount 
to $992,406. The imports from thence $392,719. 

The value of the exports by the Erie Canal was 
$22,652,408, on which tolls were collected amount- 
ing to $695,364. By the breaks of the last season 
the State lost tolls it would otherwise have receiv- 
ed on property from Buffalo to the amount of at 
least $150,000. 

The value of imports by Canal was $64,612,102, 
with an aggregate tonnage of 438,786. 

The number of vessels that have arrived and 
cleared is set down at 8,298, with an aggregate 
tonnage of 3,252,978 26. Their crews amount to 
131,000. 

There are twelve Banks with an aggregate capi- 
tal of $1,475,000. 





(Penysylvania Railroad. 
The receipts of the Pennsylvania 
Railroad, for the ddan ending Dec. 
8l1st, 1853, were. . $2,774,889 37 
The expenses of ‘transportation 


were . 1,673,681 29 


Leaving net earnings... .. .. $1,101,208 08 

The expenses of operation were but $346,879 
35 more than last year. The relative reduction 
of expenses is due to the completion of the road, 
and the consequent dismissal of the boats and 
wagons formerly used on the Western division; 
together with a reduction in the rate of tolls over 
the State roads. 

The total amount paid for tolls upon the State 
roads, Harrisburgh and Lancaster and Baltimore 
and Susquehanna railroads, has been $779,611 62, 
all of which is included under the head of expens- 
es of transportation. Of this amount $213,775 62 
was paid for the use of the Portage R.R. ; besides 
which, $20,000 were expended for wages of extra 
brakemen, required in crossing the planes, over 
what will be annually required for the same a- 
mount of business since the opening of the 
tunnel. 

The through tonnage between Philadelphia and 
Pittsburgh has increased from 82,186 tons in 1852 
to 73,499 during the past year, and the local ton- 
nage from 36,793 to 86,133 for the same periods— 
making the total tonnage moved 159,632 tons, 
against 68,978 last year ;—an increase of over 100 
per cent. While the receipts from this source have 
increased from $780,892 19 to $1,507,520 50. 

The cost of the equipment has been up to the 
end of 1853, $2,652,676 37. There are 79 loco- 
motives, 1,274 eight wheel and 137 four wheeled 
freight cars; 69 eight wheel passenger, and 24 
eight wheel baggage and mail cars. 82 locomotiv- 
es and 5 passenger cars already contracted for, re- 












mained to he delivered on the Ist of January, the 


cost§of which is estimated at $325,000. 

The treasurers accounts show 

that the receipts from Stockhold- 

ers in payment of the capital stock 

of the company, was, at the close 

of last year................ «s+. $11,228,020 00 
The feceipts from loans, &c..... | 5,084,947 91 


Amount.. . $16,312,967 91 
Which has heew. capa as follows: 
Graduation and mas- 
onry, single track . $6,271,705 90 
Superstructure, in- 

cluding iron rails, 

chairs, cross-tics, 

ballast, &c....... 
Enginecring .. ... 
Land damages, and 

real estate in Pitts- 

burgh and on line 

of road . 

Real estate in Phila- 
delphia city and 
county.. 

Harrisburg Railroad 

Graduation & super- 
structure of 2nd 
WU esta desc 

Machine shop, shop 
machinery, station 
and warehouse... 

Locomotives....... 

Freight cars....... 

Passenger cars..... 

Road and hand cars. 

Balance of interest 
account, charge- 
able to construc- 
MRR eS pee 26,763 51 





3,063,613 65 
376,826 44 


474,684 15 


844,341 62 
7,173 41 


1,152,852 59 


991,966 36 
658,329 14 
745,401 81 
282,882 94 

24,596 12 


$14,360,637 64 
Subscription to the 
Stock of the Ohio 
and Penn’a R. R. 
Do. Mhio and Indiana 
Railroad .. 
Do. Marietta “and 
Cincinnati R.R... 650,000 00 
Do. Maysville and 
Big Sandy R.R.. 100,000 00 
Do. Springfield and 
Mt. Vernon R.R. 100,000 00 


$150,000 00 
300,000 00 


REAR 00 


Leaving in the hands of Treasurer. . .. 652; 330 27 27 





The amount received by the Trea- 
surer during the year 1853, from 
hed business of the road, &c., 
ee cece coos. $2,768,769 72 
orn which there has been paid dur- 
ing the year to stock and loan 
holders, for interest and for ex- 


penses of working the road, &c. 2,466,259 50 





Leaving a surplus which has been 
credited to interest account, of. . .. $302,510 22 
Great Western Rallway of Canada, 

The following are the names of the Directors 
and managing officers of the Great Western Rail- 
way : 

President—Robert W. Harris. 

Managing Director—C. J. Brydges. 

Directors—Isaac Buchanan, W. T. McLaren | 
Richard Juson, George 8. Tiffany, Henry McKins- 
try, J. W. Breoks, Erastus Corning, John M. 
Forbes, Sir Allen McNab. 

Chief Engineer—Roswell Benedict. 

Second Engineer—John T. Clark. 

Resident Engineer from Niagara Falls to London— 
Mr. Reed. 

Resident Engineer from London to Windsor— 

Mr, Scott. 
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Joarnsl of Railroad Law. 
THE CASE OF THE BELLEVILLE AND ILLINOISTOWN 
RA.LROAD COMPANY. 

In October last we published the decision of the 
Circuit Judge Underwood, of Illinois, declaring 
that this company had no right to extend their 
road to Alton. This decision has now been re- 
versed by the Supreme Court of Illinois, and the 
extension of the road sanctioned, the Chief Jus- 
tice dissenting from his brethren. 

The controversy turns upon the true construc- 
tion of what the enemies of the company unani- 
mously designate as the “spider,” the “snake,” the 
“serpentine,” the crawling” 17th section of the 
charter, which does not upon its face give proof 
of much that is ugly or venomous, whatever hid- 
den mischief it may contain. It is as follows: 

“ Said company shall have the power to extend 
to, and unite its railroad with, any other railroad 
now constructed, or which may hereafter be con- 
structed in this State; and for that purpose full 
power is hereby given to said company, to make 
and execute such contracts with any other compa- 
ny as will secure the objects of such company.” 

The Supreme Court declares in reference to the 
clause above cited, that its obvious and natural 
interpretation is its only true one, and that admit- 
ting it to be possible that the Legislature of Illinois 
really intended to prevent the extension of the 
road in question to Alton, they could not have 
used language more appropriate to such a purpose 
than that of the clause above cited. 

It was upon the argument strenuously urged in 
opposition to this mode of construing the charter, 
that a full consideration of the different provisions 
thereof, showed that the Legislature intended to 
confine the operations of the road to the county of 
St. Clair. The charter provides that the awards 
of the Commissioners, in relation to damages for 
lands taken, must be filed in the Clerk’s office of 
that county; that the notice of application to the 
Governor for the appointment of Commissioners 
must be advertised in a newspaper of that county ; 
that in case of an appeal from the decision of the 
Commissioners, the bond required in certain cases, 
must be acknowledged before the Clerk of St. 
Clair county. 

* But the Court decided that hese provisions re- 
strictel the operations of the company, as conten- 
ded by those who were opposed to it. The prin- 
cipal object of the charter was regarded by the 
Court as being the charter of a road in the county 
of St. Clair from Belleville to Illinoistown. This 
being the principal object of the charter, it was 
natural that as the principal office of the company 
was to be at Belleville in that county, so the legal 
proceedings in regard to the laying out of the 
road, should be instituted there, so Tar as the pro- 
visions of the charter indicate. The principal ob- 
ject contemplated by the Legislature, was laying 
out the road from Belleville to Illinoistown, and 
they shaped the charter accordingly, but never- 
theless, they clearly contemplated the possibility 
of an extension of the road beyond the county of 
St. Clair, and with this view the 17th section 
above cited was introduced with the bill. 


Such does the Court understand the legal inten- 
tion of the Legislature to %e, as fairly inferred 
from the language they have employed. It was 
urged that it never could have been designed by 
the Legislature to authorize the extension of the 


Belleville and Ilinoistown road to any and every 
railroad in Illinois, at its pleasure. But if not, 
they should not have used such language as com- 
pels the court to draw an inference which was not 
intended. The Court cannot inquire into the de- 
tails of Legislative history cotemporaneous with 
the enactment of laws. The law, when once en- 
acted, must speak for itself; it is the exponent of 
the will of the Legislature, and must not be frit- 
tered away by the Courts. Although the language 
of a statute may be direct'y contrary to what the 
Court may privately know to have been the actu- 
al purpose of and int ntion of the Legislature 
which enacted it, provided the language of such 
statute is unequivocal and explicit, the Court is 
bound to enforce it. Accordingly, when the Leg- 
islature of Illinois passed an act to increase the 
punishment of manslaughter, and at the same time 
repealed the old Jaws in regard to this offence, the 
Court was reluctantly obliged to discharge several 
prisoners who stood indicted for manslaughter, 
because {by the unavoidable interpretation of the 
statute, the law, by virtue of which they had been 
imprisoned, was annulled. Yet this result was 
due, not to the actual intention of the Legislature, 
but only to an oversight of theirs in the framing 
of a statute. 

The Court also overruled the Constitutional ob- 
jections to the charter, as embracing different sub- 
ject matters. The object of the charter was to 
authorize the construction of a railroad, and the 
particular appellation of a company, as in this case, 
fhe Belleville and Illinoistown was to be regarded 
rather as a matter of fancy than of exact descrip- 
tion. The charter sanctioned the construction of 
a road and of nothing foreign thereto. 

Very many charters were far more complex; 
sometimes providing both for the construction of 
branch roads and for the appropriation of immense 
tracts of land in carrying out the main design of 
the incorporation. 

In conclusion, the Court reversed the judgment 
of the Circuit Court and remanded the cause to 
‘hat Tribunal for its final disposition. 





Steam Carriages on Common Fords. 
The Scientific American takes exceptions to all 


ground that railways are more economical in ope- 
ration. The legitimate conclusion upon these pre- 
mises would therefore be that highways should be 
dispensed with altogether, as incompatible with 
“ science andcommon sense.” The American either 
mistakes the question at issue, or else the pur- 
pose of highways. We assume that highways are 
necessary for a great amount of business, but 
which at the same time would not support a rail- 
road. All omnibus business is of this description. 
If this be granted the question is not one of road 
but of power. It is not that of highways against rail- 
roads but of steam against horses. The result may 
be embraced in the question “ how in the name of 
science and common sense can the American advo- 
cate horse power in these days of railways and 
cheap locomotion?’ If highways are indispensi- 
ble to a large business of uniform movement why 
not give them the advantage of steam ? 

In the following article, copied from the Ameri- 
can, we will admit that not less than a 300 or per- 
haps 350 horse engine would be required on a com- 
mon road to do the work (load x by speed) of a 


advocacy of steam carriages on highways, on the}. 


“ We see thatsteam carriages for common roads, 
are being again advocated and commented upon 
by a number of eur cotemporaries. How in the 
name of science and common sense they can do 
this is surprising to us, in these days of railways 
and cheap locomotion. It might have appeared 
sensible to adyocate steam carriages for common 
roads before railroads were invented, but not now. 
When it is considered that heavy rails and straight 
lines lessen the running expenses of railroads about 
40 per cent.; and wher. it is considered that a 40 
horse power engine will draw as much on a rail- 
road as a 200 horse power engine on a common 
road, the idea of using them on common roads is 
preposterous. The question is one of economy, 
and the man who advocates locomotives for com- 
mon roads, when such superior advantages are ob- 
tained from railroads, forgets, thatR ip Van Win- 
kle sleeps no more. 





New Slide Valve for Locomotives, 

The capacity of the steam ports, for supplying 
steam to the cylinders of locomotives, is influenced 
materially by the adjustments of the valve. With 
the link motion, in general use for effecting vari- 
able admissions of steam to locomotive cylinders, 
an unavoidable consequence is the contraction of 
the steam openings ‘with successive reductions of 
the motion of the valve. Assuming that the gene- 
ral allowance of 1-14th the area of the piston is 
the proper proportion for the steam opening, we 
may compare the results derived from the link 
motion and obtain an ideaof the necessity for their 
improvement. 

The following table shows the successive con- 
tractions of the steam openings, attendant on in- 
creased expansion, in the Jater engines of Rogers, 
Ketchum & Grosvenor’s manufacture, and having 
cylinders of 16 inches diameter and 22 inches 
stroke, and ports of 14 inches by 114 inches. 


Steam Opening Areaof Diam. Proportion of 
admis- of steam opening ofcir- opening to 


sionin port. cle of area of 

inches, equal piston. 

of 22 area, 

inch 

stroke. 
1954 in. %; ry in. 
1954 1% 1 sc. 434 1.12 
18 61% 0 6| 15%, 4g Ssi:18 
16 x 10 fl. 856 1.19 
14 9-16 71% fl. 84g 1.25 
1246 de 7 3 1.29 
11 7-16 61g 213-16 1-33 
916 3% 54 2 9-16 1-40 

5.16 434 23¢ 1.46 


The contraction of the exhaust ports is not to so 
great an extent, but as the exhaust should be 
made in the shortest interval of time a double 
opening with a given throw of valve, would tend 
to relieve it. The ‘double exhaust,” as Hack- 
worth’s valve is usually misnamed, only retains the 
steam within the valve for a certain time, after 
which it allows exhaustion through two ports not 
in immediate donnection with tho cylinder. The 
escape of steam from the cylinder is not materially 
expedited by its action, nor is that made an object 
of its use. Its primary object was to pass a portion 
of the exhaust steam from one end of the cylinder 
to the other, to save steam for “ lead,” but in some 
applications of this valve to engines built at Man- 
chester, N. H., we know .that the cavity or 
“ throat” of the valve was narrower than the dis- 
tance between the inner edges of the steam ports, 
so that this effect was lost. 

To avoid the contraction of the induction ports, 
John V. Gooch, of the London and South Western 








40 horse engine on a railroad, 


Railway of England, applied a stationary plate to 
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the back of the valves of his engines, having open- 
ings adjusted to match other openings in the valve, 
so that admission of steam occurred at two points 
at the same time. This is shown below. 


Zerah Colburn has arranged a valve in combina- 
tion with this plan, to effect adouble exhaust, 
and also, if necessary, to avoid “compression” of 
steam between the piston and cylinder head, after 
the valve has closed the port for exhaust and just 
previous to the admission of steam. The valve is 
shown below. 





The upper portion (grained downwards in the 
cut from right to left) is a stationary plate, resting 
upon the back of the valve, and having steam 
openings for induction, and a cavity with bars for 
extra exhaust. The central portion of the station- 
ary plate is similar in form to a Hackworth valve. 
By adjusting the width of the bars, and of the 
exhaust passages in the valve, all ‘ compression,” 
such as has been before spoken of, may be avoid- 
ed. Or, by making the bars of sufficient width to 
close the exhaust passages in the valve, when the 
cylinder port is closed by the valve, the usual 
“ compression” will be preserved. 

Mr. Colburn, of this Journal, will send working 
drawings of this valve to parties desiring them. 

Mr. Robertson, of the firm of Palm & Robertson, 
of St. Louis, merits the credit of an invention for 
the same purpose as the above, and quite nearly 
the same in principle, except that another wearing 
surface is involv.d. Mr. Robertson has already 
applied the double induction to some of the loco- 
motives building at his works,and, as we learn,with 
an improved result in working. 

With the improved means for the passage of 
steam, the link motion is destined to become uni- 
versally used for efficiency, economy and safety. 
Some of the new engines of the Erie road, as we 
learn, are being fitted, however, with the separate 
cut-off; a step backwards as we should judge 
which none but a strict conservative would take. 





Copper from Lake Superior. 

The copper export from the Lake Superior 
mines for the season of 1853, is stated at 2,535 
tons, of the gross value of $1,014,000. About 
1,600 tons were shipped fo Cleveland, and 935 di- 
rect to New York. The value of the smelted cop- 
per at Cleveland, when it is prepared for the West- 
ern markets, is about $600 per ton. 


Belvidere Railroad of New Jersey. 
The first train over the Belvidere Railroad 
reached Phillipsburg, opposite Easton, Pa., on 





Friday, Feb. 3. About 500 passengers went through} 


from Philadelphia, while at Lambertville, N. J. 
the train received an accession in the Governor 
and Legislature of New Jersey. 


AMERICAN RAILROAD JOURNAL: | 


Annual Meeting of the Boston and Lowell 
Railroad Company. 

The Annual meeting of this Corporation was 
held at the office of the Treasurer, in Boston, on 
Wednesday Jan. 4. 

The report of the Directors for the year ending 
30th November, 1853, was presented. The 
receipts for the year have been $434,599 99, of 
which $172, 882 01 was from passengers, and 
$261,717 98 from freight. The receipts for the 
year ending Nov. 30, 1852, were $388,108 37.— 
Showing an increase of income for the year 1853, 
of $46,491 62. The running expenses for the 
year 1853 were $316,869 23; to which should be 
added balance of interest account, $3,632 42 and 
the result is that the net profits of last year’s busi- 
ness has been $114,098 34, or about 6} per cent. 
on the capital paid in. 

Of the income about 624 per cent, or $271,791 

22 have been derived from business confined to 
the Boston and Lowell Railroad: and 374 per 
cent, or $162,808 77, from that done in connection 
with other railroad companies. Of the former, 
amounting to $271,791 22, a little more than one 
half, $137,808 58 has been for the transportation 
of passengers, and $133,982 64 for that of mer- 
chandise ; while, of the $162,808 72 received for 
work done in connection with other roads, $35,- 
073 43 were for passengers, and $127,735 34 for 
merchandize. 
As already stated, the gross income has been 
$46,491 62 larger than for the preceding year ; the 
passenger receipts having increased by $15,712 06 
and the freight receipts by $30,779 56. The net 
profits in 1852 were $130,881 04; in 1853, $114,- 
098 34. - 

Some progress has been made in the work of 
extending the road from East Cambridge to Mar- 
ket street in Boston. The amount charged to that 
account is $35,646 87. 

The whole amount of the debt of the Corpora- 
tion is $205,500. The balance to the debt of the 
agent, for wood, rail iron, and other materials on 
hand, and for uncollected freight is $45,194 13. 

The total number of passengers carried in the 
ears has been 657,391. Number carried one mile, 
9,576,208 ; tons of merchandise carried in the cars, 
802,630; tons carried one mile, 7,542,574, rate of 
speed adopted for express passenger cars, including 
stops, 3466-100 miles per hour; average rate ac- 
tually attained, including stops, 341-10 miles per 
hour; rate of speed adopted for accommodation 
trains, 26 miles per hour; speed actually attained, 
25 29-100 miles ; average rate of speed adopted for 
freight trains, 12 miles per hour. 

The year of largest receipts was in 1848, $461,- 
339 35; of largest net receipts, 1847, $195,147 24. 
From 1839 to 1851, the annual dividend was 8 per 
cent, in 1852 64 per cent., and in 1853 6 per cent. 
The surplus of 1853 was $4,298 34. Total surplus 
on hand, $99,742 37. 

The report was accepted and the following 
Board of Directors were chosen:—George W. Ly- 
man, William Sturgis, Eben Chadwick, Isaac 
Hinckley, and G@. Howland Shaw.—Boston Trra- 
veller. 

Railroad Iron via Toledo. 
The total amount of railroad iron cleared at 
Albany by the Erie Canal during the year 1853, 
was 73,660 tons. The amount received by Lake 





at Toledo, the same season was....... 45,020 tons 
PE BEE ans cece cane cage cuvcurs.cen 33,208 “ 
ERCTORRG « oa0.cdee o 11,812 


Or 3846 per cent. 

Of this amount there were shipped by Canal 
from Toledo, in 1853............ ....29,085 tons 
Ne Re tacae gs ant heb 9.6 + .«éem aes 


eeee eee 8,069 oF 


MORON «660 s406.40 
Or 3846 per cent. 


Supposing the amount received the past season 
to average 60 pounds to the yard, the quantity is 
sufficient for the construction of 426 miles of road. 
At 56 pounds,which is perhaps nearer the average, 
it is sufficient for 456 miles, 
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Car Buil 


uilding in Madison, Indiana. 

The following article, copied from the Madison 
Banner, shows the extent and efficiency of one of 
the most important manufactures established in 
t':at place. 

SOUTH WESTERN CAR SHOP. 

Prominent among the large manufacturing es- 
tablishments, involving heavy capital and many 
equipments, in our city, is the Southwestern Car- 
shop of Wm. Clough. 

We were not, until recently, at all aware of the 
large extent of this establishment and of the bu- 
siness done by it, The smoke of its forges, the 
ring of hammers, and the din of machinery, the 
piles of lumber, and the number of workmen, 
however, soon assured us of,its dimensions and its 
prosperous business. We found, on inquiry, that 
Mr. Clough has executed orders, by constructing 
cars, passenger or freight, or both, for nearly every 
road in Indiana—that his work is familiar on the 
Terre Haute and Richmond, the Lafayette and In- 
dianapolis, the New Albany and Salem, the In- 
dianapolis and Bellefontaine, the Jeffersonville, 
and the Indianapolis and Lawrenceburg roads. 
This fact, of itself, best evinces the good and 
wide repute, for workmanship, of the Southwest- 
ern Car Shop. We know no better combination 
of tact, skill, capital and industry than in this 
shop. We have taken some pains to know some 
of the details ef this “institution” as it is called. — 

The principal shops are constructed in the form 
of three sides of a hollow square, with an East 
front of one hundred and twenty feet and a front 
on Jackson and High streets of each one hundred 
and sixty feet. The machine shop is seventy by 
one hundred feet, and the truck shop forty by 
eighty feet. In addition to these are the dry house 
and steam room for preparing lumber, and num- 
berless auxiliary buildings, sheds, &¢c., which 
should be computed by the acre. 

As it is the proprietor’s design to excel in su- 
periority of work, he has provided himself with 
all the latest and most approved machinery, in- 
cluding the best specimens of machines for tenon- 
ing, wood boring, grooving and moulding, wheel 
boring and punching, scroll and circular saws, 
drill presses, bolt cutters, and very many other 
machines of which we know not the names. The 
blacksmith shop has twelve forges and the neces- 
sary appliances for rapid work. 

The number of hands employed is about one 
hundred, receiving weekly wages of from nine to 
fifteen dollars. The house accommodations for 
those hands and their families, grouped around 
and near the shop, constitute, of themselves, a 
village and an important suburb to the city, recent- 
ly grown up, 

The machine and manual capacities and all ap- 
pliances are adequate to the construction of three 
hundred freight and twenty-five passenger cars 
per year. 








Grand Trunk Railway of Canada, 
Earnings for week ending Jan’y Tth, 1854. 


3,881 passengers.... .... 1... sees... -- $0,220 98 
1,81634 tons merchandize............. 3,384 78 
117,072 feet lumber.................. 156 60 
OUR COTTNEES, 3)... i. oi cai er . 1,233 36 


Total equal to £1,644 3s 9d.... .. .. . $8,001 72 
Week ending Jan’y 14th, 1854. 


8,2381¢ passengers .......... sees ve0e $2,466 24 
2,46314 tons merchandize ............ 3,946 86 
$27,516 feet lumber................-.. 499 64 
Other Carnings '..3 5 sicec.ee cs cc ce sg ance 1,000 OS 


s 


Total, equal to £1,822 18s. 6d. . .. .. .$8,871 56 
Week ending Jan’y 21st, 1854. 
8,706 passengers ........ seee sees -20+$3,019 79 





1,4934 tons merchandize ...........-- 4,514 44 
488 822 feet lumber .................. 831 10 
Other earnings..... 2.2... 000. 022. 0055 2,268 16 





Total, equal to £2,184 195 3 ., .... ..$10,633. 48 











We would call attention to thé article in another 
column, headed “Concentration of Power.” Al- 
though somewhat elaborated, we believe it con- 


tains facts of the greatest importance to the inter-/’ 


ests of many of the New England: roads. We 
thiok that while Mr. Colburn has -shown the ele- 
ments which enter into the cost of transportation, 
he has also shown that a large proportion_of the 
latter is affected only to a moderate extent by the 
application of the principle advocated, and that 
the net earnings would be largely increased in the 
case of its application. Taken in connection with 
his previous articles on the economical working of 
grades, it demonstrates that the Western road, 
and others having similar characteristics,—need 
not require, in comparison with more level roads, 
a working expenditure in proportion to their total 
rise and fall. It shows that, were there a large 
business open to competition, the mere reduction 
of grades by a rival road could not warrant the 
expenditure for its construction. 

The article to which we have referred discusses 
a principle, but omits the full examination of the 
present system of working the Western road. 
From some tables, however, prepared by Mr. Col- 
burn, may be gathered an idea of its results. These 
are annexed below. 


Table of Movement of Freight. 
. & ea & ban 
Tonsof Se Sees aa 
freight BSE3 BSES BS 
Year. moved & eee S02 OB 
one mile. 58898 segs 2 ee 
ore Bamome aes | 
1847 .. .. 28,087,628 75 25 518,772 
1848 .... 24,656,129 70 80 464,272 
1849 .. .. 25,307,146 70 30 460,941 
1850 .... 25,206,308 wn 28 453,111 
1851 .. .. 28,804,050 714 28.6 459,323 
1852... .. 23,724,070 69 81 510,468 
1858 28,153,554 66.6 83.3 689,314 
Table of Number and Capacity of Trains. 
n s - n b a 3s Ls | z-| es be 
S82 Hab oes 354 
Gp 2 ap, ES & Es ai 
Yen BES PFS Ses Sos 
Ess fas $82 42 
$ asr 6gté 
tons. tons. 
1847.... 1,646 5.26 81.9 27.3 
1848 .... 1,466 4.65 76.00 82.6 
1849....1,477 4.71 76.86 82.94 
1850.. ..1,466 4.65 80.07 81.13 
186) ....1,472 4.70 72.44 29.02 
1852.... 1,636 5,23 64.13 28.81 
1858 .... 1,888 6.00 64.00 82. 
Table of Receipts and net Earnings; from all 
sources. 
a38 
Year. Gross Earnings. Net Earnings. 9° &°¢ 
Es 
1847 ,.... $1,825,886 06 $648,646 31 49 
1848,.... 1,882,068 29 679,711 18 61 
1849. .... 1,848,810 57 755,487. 99 56 
1850. .... 1,866,252 47 761,964 32 56 
1851. .... 1,858,894 63 766,138 43 56 
1852, .... 1,889,373 09 683,194 92. 61 
1858. .... 1,525,223 02 746,736 00 49 








earnings were, compared with the relative amount 
of net earnings for other years, nearly 15 per cent. 
the greatest. 

While this result has been presented the depre- 
ciation of iron, at least, has been much greater 
than was estimated in 1852 and allowed for in the 
outlays since made. In the report of the investi- 
gating committee, dated Feb’y 11th, 1852, it was 
estimated that the duration of the iron, then in 
the single track would be about eight years. At 
the rate of present renewals the whole will be 
taken up after an average use of not more than 
4 years—perhaps not so much. 

It appears that the motive power of 1853 is the 
same as that of 1847; that, as the business has in- 
creased, more trains have been run, and the ex- 
penses have increased in proportion, or even in a 
greater proportion as has just been shown. Com- 
petition has increased and, with increase, has em- 
ployed better facilities, and the consequence is 
the diminution of eastward bound business on New 
England roads, 

To reduce the expenses of transportation, and 
thereby the charge on the freight transported ; to 
invite a freight business by lower rates affording 
equal remuneration, and thereby to secure the 
travel which follows trade, Mr. Colburn proposes 
heavier engines. The expedient is the same as is 
already adopted by the Reading, Pennsylvania 
Central, Baltimore and Ohio, and, to an extent, 
by the Erie roads, and involves no new principles 
or untried applications. The merit of Mr. Col- 
burn’s labor is in the complete exposition he has 
given of its advantages, such as, we feel assured, 
the class of roads similar to the Western must yet 
secure. 





Franklin Canal Company. 

The following statements are from the report of 
the Franklin Canal Company, presented to the 
Pennsylvania Legislature : 

The Company have expendei on that portion 
of their railroad which they have constructed and 
now own, extending from the City of Erie and the 
west bank of Crooked Creek, in Springville town- 
ship, a distance of about twenty miles, the sum of 
$602,252 57. This sum includes cost of ballast- 
ing and fencing the road and station building, 
The gross earnings of said Company’s road for one 
year, commencing Dec. 1, 1852, and ending on 
the first day of December, 1853, 


Amounted to... 0.2.6... 0255020 000 $129,906 87 
Deduct running expenses 

and repairs of track... $50,274 36 
Interest on rolling stock 

on the road—taxes on 

$500,000 capital stock 

—interest on $66,000 

bonds issued by the 

Company ............ 14,271 88 


———_—_ 64,545 78 

And interest on $36,262 57 due the 
C. P. and A. R.R.Coe............ 65,860 64 
From this sum should be deducted the estimate 
of annual deterioration on such parts of the Com- 
pany’s works and fixtures as are liable to decay or 
destruction by ‘time or use, as set forth in the re- 
port of the Directors, and it leaves the net earn- 
ings a fraction over 74 per cent. on the capital of 


By a table contained in the article referred to | $500,000 


it will be seen that the average charge per ton per 
mile has been nearly 2.8 cents for several years. 
Allowing the passenger business to be as profitable 
now as in 1847, the above tables show that in 
those years wherein the capacity of freight trains 


,000. 
The Company have issued $66,000 Bonds, s-- 
cured by mortgage on the road, and which are 
still outstanding. The Company also owes the 
Cleveland, Painsville and Ashtabula Railroad Co., 
for cash advanced, $86,252 57, making the entire 
indebtedness of the Company $102,252 57. 
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| Improvement in Steam Hammers. 

The advantage of steam over other hammers is 
in their power of action, and in the control which 
may be had over their movements. The latter 
point is of particular importance in finishing forg- 
ed work, as without it, accuracy of form cannot 
be obtained, and there is great waste of iron and 
labor in turning and plaining. Power of action 
is also essential in making sound forgings. 

We learn that Mr. Robert R. Taylor, of Reading 
Pa., has made an important improvement in the 
valves and passages of steam hammers, and has 
built hammers with these improvements, so sensi- 
tive to the valve as to allow of placing a watch 
upon the anvil, and of breaking only the crystal, 
without injuring the dial. The claim attached to 
his patent shows the importance of the points to 
which his improvements tend. It is as follows: 

“T claim the arrangement, as described, of the 
steam ports and passages, the variable automatic 
valve for directing the steam alternately above 
and below the piston, and for admitting a variable 
quantity of steam bencath the piston, and the ad- 
justable hand valve, to exclude altogether the 
steam from above the piston, or to admit a great- 
er or less quantity of it, both valves being adjusta- 
ble while the hammer is in operation, so that the 
steam can be made to act with a variable force on 
either the up and down strokes of the piston, or’ 
of both, or prevented from acting on the down 
stroke, without interrupting the action of the ham- 
mer, as set forth.” 


We may allude to this improvement again. 








South-Western Gar Shops, 
Madison, Indiana. 


HE subscriber is prepared to execute orders 
at short notice, for all kirds of Passenger, 
Freight and other descriptions of Railroad Cars. 
Work delivered at any point accessible by rail- 
road, or by the Ohio and Mississippi rivers, 
Facilities for transportation, enable the subscri- 
ber to afford peculiar advantages to Companies 
requiring work delivered in the South and West, 





W. CLOUGH. 
Refer to 
Jno. Brovan, Esq. Winstow, Lanier & Co. 
feb.18. 1m. 
To Railroad Engineers and 


Contractors. 


ANTED, a corps of efficient Engineers and 
Contractors, for the construction of a Rail- 
road in one of the Southern States. Apply to 


DUFF GREEN. 
New York, Feb. 14th, 1854. 
Wm. J. Young 


H4s removed his Engineering and Surveying Manufactory to 
No, 88. North Seventh Street, Philadelphia, 


Railroad Letting. 














Dagestan will be received by the under- 
signed at the Engineer’s Office, Dover, Dela- 
ware, until March 14th, inclusive, for the Gradua- 
tion, Masonry and Superstructure of the DELA- 
WARE RAILROAD, extending frym the New 
Castle and Frenchtown Railroad to Seaford, a 
distance of 70 miles, through a healthy region, 
and convenient to procure hands and supplies. 

The work will be divided into sections of about 
4 miles each, 

Maps, profiles, and specifications will be ready 
for the examination of contractors, after the 1st 
of March. 

Bidders personally unknown to the en 
will be expected to produce satisfactory evidence 


of their responsibility. 
Pep KENNEDY, 





feb.18-tm14 Resident Engineer, 

















FULTON CAR WORKS, 
CINCINNATI, ( tl - . 

respec: tion om an 
Het te West ax South to our esta! ment. 
Our facilities for manufacturing are extensive, our work is made 
from the est material the country affords, and of the most su 
perior workmanship- We are prepared to execute to order on 


Cars of the most approved descri 
and elegant fish agrage, Freight, Cattle and Gravel Cars, 
also Crank and Lever Hand Cars, Trucks, and Railroad work 
generally, 


To Railroad and Canal Co.’s, 


Contractors, &c. 

TT undersigned would direct the attention of Chief En- 
gineers and Contractors to the facilities they possess for 
supplying them with laborers, mechanics, &c. of any descrip- 
tion, and also to inform them that they forward such men to 

whatever destination they may be required. 
Companies or Contractors desirous o freceiving steady and 
industrious men, will be promptly supplied at the shortest pos- 


sible notice, 
JOHN J. HELLING & CO. 
No. 85 Greenwich street, New York, 
NEW YORK 
Wrought iron Railroad 
Chair Company, 


Office, 38 Exchange Place, New York. 
A. B. Lansina, President, 











HIS Company is prepared to receive orders for the manw- 
T'hrcture of Wrought Iron i hairs of the best ma- 
terial, on a new and superior model, and by improved patented 
mac 


The thickness of the Lips of the Chair increases through the 
where the greatest strength is required, and diminishes 
towards the edge ;—so that a less weight of metal may be used 
and a strength acquired equal, if not superior, to that of a heavier 
Chair of uniform thickness. 


Rail Road Letting. 








ROPOSALS will be received at the Office of 


the Company in the City of Evansville, Indiana, | 


until 6 o’clock, P. M., of Wednesday, 15th day of 
February, 1854, for the Grubbing, Grading and 
Bridging of that part of the 1st Division of the 


EVANSVILLE, INDIANAPOLIS, AND CLEVE- 
LAND STRAIGHT-LINE RAIL ROAD, 


Extending from Evansville to the Crossing of the 
Ohio and Mississippi Rail Road, in Daviess Coun- 
ty, a distance of fifty-four miles. 

The work will be divided into sections of about 
one mile each, and proposals will be received for 
one or more sections, or for the whole line. 

Maps, Profiles and Specifications will be ready 
for the examination of bidders.on and after the 
1st of February, and all necessary information 
given on application to W. C. Moore, Chief Engi- 


neer. 
O. H. SMITH, Presipenr, 
W. CARPENTER, Vice Prest. 
Evansville, Jan. 2, 1854. 


Ontario, Simcoe & Huron R.R. 


CANADA. 
[THIS road opened in May last to Lake Simcoe is expected to 
be completed to the Bay, Huron a 
distance of 96 miles in June next where it will form the shortest 
and most agreeable route to the North Western States to Lake 
Michigan and to the Mineral Regions of Lake Superior. 

At present the Passenger Trains leave Toronto for Barrie (64 
miles) daily at 8 a.m. and 3, 30 p.m,, returning the same day— 
On the opening of the navigation a Steamer will ply on Lake 
Simcoe in connexion with the Trains and wiil convey passengers 
through that Lake and Lake Conchiching to Onlla whence a 
Preeti. tie, vena will take them to the waters of 
Lake’ Huron to the Steamer (Kaloolah) which runs to the Sault 
St. Murie and intermediate ports forming the most expeditious 
and agreeable route to the Mineral Regions of Lakes Huron 





A ents will be made on the com of the road to 
the Bay for a line of first class Steamers to extend their 
trips to the ports on Lake 


ALFRED BRUNEL, 
Superintendent. 
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Valuable. 
Engineering and Mechanical Works, 
Importep and For Sate by 

JOHN WILEY, 167 Broadway. 

DEMPSEY’S. PRACTICAL RAILWAY 

ENGINEER. 1 vol. 4to, with 50 En- 
gravings, bound in ha!f Morocco. .... ..$11,00 

SCOTT’S ENGINEERS’ AND MACHI- 
NISTS’ ASSISTANT, 2 vols. Quarto... 20,00 

TREDGOLD on the LOCOMOTIVE EN- 
GINE, half calf............ 15,00 

on the MARINE ENGINE, 
half calf. .0:0.5\0 sesisiescedie oes aye 
on the STATIONARY EN- 
GINE, &c., half calf........ 
TREATISE on the STEAM ENGINE by 
the Artizgin Glad isi. bis codices cece cs 
WEALE’S THEORY, PRACTICE and AR- 
CHITECTURE of BRIDGES, 
3 large vols., half bound....... 
SUPPLEMENTARY VOL. (jnst 
published), half bound... .............. 
TRAUTWINE on RAILROAD CURVES, 


” 


NUM a Se coer ceas seks tees 1,00 
4 on EMBANKMENTS AND 
EXCAVATIONS........ 1,00 


WILMES’ HANDBOOK of PLAIN and 
ORNAMENTAL MAPPING, and En- 
gineering Drawing, for Civil and Mecha- 
nical Engineers .... .... coos cece cece cee 

WOOD’S PRACTICAL TREATISE on 
RAILROADS, 8V0... 1... .02- coos coves 

RYDE’S TEXT BOOK for the USE of AR- 
CHITECT’S, ENGINEERS, SURVEY- 
ERS, &c. 1 vol Royal 8vo............. 

GREGORY’S MATHEMATICS for PRAC- 
TIAA MEN, OV Okeg ocies dase cneneeen ee 

BARLOW on the STRENGTH of MATE- 
RIALS and on CONSTRUCTION....... 

LARDNER on the STEAM ENGINE. New 
i reer Crore rir ee 

SCRIBNER’S ENGINEER’S, SURVEY- 
OR’S and CONTRACTOR’S POCKET 
TABLE BOOK. 2000 cece sevenvesne veces 

SCRIBNER’S ENGINEER’S and MECHA- 
NIC’S COMPANION ...0 005 ops c0s0 00 

BUCK ON OBLIQUE BRIDGES. Illust- 
rated with Plans, &... 0.2... cece cece se 

EXAMPLES of RAILWAY MAKING. 
With PRACTICAL ILLUSTRATIONS.. 

SIMM’S on LEVELLING and SETTING 


7,50 
5,00 


8,50 
6,00 
4,50 
2°00 


1,50 
1,50 
4,00 
8,50 


OUT RAILWAY CURVES. 8vo......... 2,25 
SIMM’S on MATHEMATICAL INSTRU- 
MENTS, SV0..... ices cove soesseseieece 2,25 


HAUPT on BRIDGE CONSTRUCTION. 
We coca. hehe heen he Bhen tia ae amines 
QUESTED’S TREATISE on RAILWAY 
SURVEYING and LEVELLING. 8vo... 1,75 
Together with an extensive assortment of Books 
in every department of science. 


LAWRENCE SCIENTIFIC SCHOOL, 


Harvard University. 


face next Term of this Institution will open on 
the second day of March, 1854, and continue 
twenty weeks. 

Instruction by Recitations, Lectures and Prac- 
tical Exercises, according to the nature of the 
Study, will be given in: 





Astronomy .... 2... se++ +s . by Messrs. Bond. 
WUUIRY oko endo cscs ceces eee ee 
Chemistry, analytical and 

practical .... .... seco cece Petind ps Horsford. 
Comparative Anatomy an 

Physiology .... .... ..+- +. pola Wyman. 
EORINCOFIOE .. 00. concjcccee 33; 9 Eustis. 
Mathematics. ............-- sa baie Pierce. 
Mineralogy .... 2.0. cee ceee Peay © Cooke. 
PRIOR o's ops cose¢-cccnst. x ap: . cs: Se 
Zoology and Geology ....... 5, 5 Agassiz. 


For further information concerning the School 
application may be made to Prof. E. N, Horsford, 
Dean of the Faculty. 

Cambridge, Mass., January 1854, 








Notice to Contractors. _ 
Cuter Eneineer’s Orrice, 


‘Norfolk, Va., Jan. 8, 1854. } : 
Sere PROPOSALS will be received by the 
undersigned at this Office, from the 1st until 
the 20th day of March next, at sundown, for the 
“ clearing” and “ Graduation” on the line of the 
“ Norfolk and Petersburg Railroad,” between that; 
portion of said road now under contract, and. its 
terminus at Petersburg—covering a distance of 
about eighteen miles; also, for the ‘ Culvert” and 
“ ss teal Masonry of the last section of said 
work, 

At the same time, sealed proposals are invited 
for the “ Abutment” Masonry of “ Bridges” over 
me Eastern and Southern branches of Elizabeth 

iver. 

The work will be divided into sections of about 
three miles, afid bids may be made for one or more 
of said sections, 

The line, plan, profiles and quantities of work 
will be ready for examination on and after the 1st 
of March. 

Specifications with forms of contract and pro- 
— may be had of the undersigned after 

ate. 
Pc saris bey = in current funds during 

e progress of the work, in proportion of fowr- 
of the amount due. Cae Legere 

Of bidders personally unknown to the under- 
signed, evidence of their responsibility will be ne- 
cessary; and of those to whom work shall be al- 
lotted, will be required bond and approved securi- 
ty inan amount not exceeding one-fifth of the 
amount of their contract, for the timely and faith- 
ful execution of the same, 

The company reserves the right to accept such 
proposals as in their judgment will secure the 
prompt and faithful execution of the work accord- 
ing to contract, or to reject allif none are satisfac~ 












The line is easy of access, the country through 
which it passes abundant in supplies and of a cli- 
mate highly favorable for the prosecution of work 
at all seasons. 

The work here offered for contract is of a char- 
acter well worthy the consideration ‘of the most 
responsible contractors, 

W. MAHONE, 
Chief Engineer, 
January 19. 


Norfolk, Feb’y 10th, 1854. 
Sealed proposals will be received between the 
dates mentioned in the above notice, for the con- 
struction of two Iron Bridges with stone abut- 
ments and piers, one over the Eastern Branch of 
the Elizabeth River, 630 feet long, and contain- 
ing about 3,300 cubic yards of masonry, and thé 
other over the Southern Branch of the same 
stream, about 400 feet long, and containing some 
1,700 cubie yards of masonry. Plans of bridges 
with quantities of material and working drawings, 
will be ready for inspection after the Ist March. - 
From this date proposals will be entertained for 
the Clearing and graduation of several sections 
not included in the 18 miles mentioned in the 
above notice, and also for the bridges and culvert 
masonry upon said sections,—of the former about 
3,560 cubic yards, and the latter 670. 
W. MAHONE, 
Chief Engineer N. & V. R.R. 


Washburn Car Wheels. 
nue Si Son Cags et ep a 
prepared to furnish them in any quantity, either fitted these 





or separate. These wheels are made of the best o* iron, 

in most approved manner. . yr 
Cincinnati, Ohio, January 1; 1854. 
Te K.& HUBBARD, 





ee 





rome ntroaa: iron. 

RAILS, about one-half weighing 60 Tbs, 

iw es 56 Ibs. per yard now im 
JOHN H. HICKS, 


HI 
Beaver street, 
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HIS extraord 
of the action 


Borton Green, being called iniljhe case of 
Blake vs. Belknap, after being duly sworn, testi- 
fies and says, that he resides in . A few days 
since examined a house that had been painted 
nearly eight years with said paint, and to all ap- 
pearance, it was as perfect as the day it was put 
on, and could even now see distinctly the brush 
marks upon the surface. 


Norman Rupp being called, and duly sworn 
in the above-mentioned case, says that he was 
owner or part owner of a large Machine Shop 
situate in Newmarket, N. H., that the Shop took 
fire and burned down, loss, $50,000. The roof of 
a large Foundry near by, was covered with this 
paint, a Cupola upon the Foundry was not painted , 
it took fire and fell on to the roof and burned up, 
without apparently injuring the roof, except to 


char the boards underneath. 
Amesbury, Conn., August 18th, 1851. 
We were present at the b of the Ames- 


bury Factory, which was struck by lightning on 
the 10th of July last, and which, with the sur- 
rounding buildings, was painted with Blake’s Ohio 
Fire Proof Paint, and have no doubt but that all 
the surrounding buildings would have been con- 
sumed had they not been painted with said paint. 
JOHN TALBOT, Superintendent. 
DAVID TALBOT, Agent. 


Akron, Ohio, May 22d, 1850. 
This may certify that we have been acquainted 
with Blake's Patent Fire Proof Paint for some 
years, and are well assured that it is really what 
its name indicates--fire-proof. We consider it a 
better fire proof than tin or zinc, and will insure 
buildings covered with it at a much lower premium 
than those covered with the above-mentioned 
metals. 
H. K. SMITH, Sec. Summit Mut. Fire Ins. Co. 
DAN’L 8. LEE, Ag’t of Medina Co. Mut. Ins. Co, 
D. R. HADLEY, Ag’t of Stark Mut. Ins. Co. 
R. F. CODDING, Ag’t Portage & Farm’s Ins. Co. 
J. A. BEALES, Ag’t Portage Ins. Co. 
WHEELER, LEE & CO., Col. Ins. Co. 


The best evidence of the value of an article, is 
from the fact of persons of practical skill, having 
used in years past large quantities, and still con- 
tinue to order largely for future use. 












PATENT F 


ened 


E’S 


BLAK 


as it does 0: 


it 
’ 
the following persons. 
OFFICE OF THE ee & READING Ye Co. ¢ 
Dear Bir '—ThieCompany have been are using BLAKE? 
FIRE PROOF OHIO PAINT extensively for Bridges and 
In the course of time it becomes very 
seems to be both fire and water 
cumstances, purposes 
above, to any hitherto used, us it costs less and 
is much more 


JOHN TUCKER, President, 


We 
it we have 
jurable, 


Encinger’s Department, P. R. R. Co. 
Phi ia, Feb. 17th, 1850. 
Dear Sir :—Ha used Blake’s Proof Paint on this Road) 
for two years past, I am sufficiently satisfied wiih its superiority 
ber cf Go fons net Tou =reeeaiin 
enna, q very 
J. EDGAR T OMPSON, Chief Engineer. 


Orrice Penna. R. R., April 20th, 1852. 
Dear Sir :—Ship immediately tho fifty barrels yet undelivered 
our order for one hundred barrelt Blake’s Patent Fire Proof} 
Paint, dated Feb. 15th, 1851, to care of Strickland Kneas, Esq , 
Altoona, and care of — lovorie, Esq., Pittsburg. 
ours , 
J. EDGAR THOMPSON. 


Georaia Rartsoap, Augusta, Ga., November 27th, 1851. 
Dear Sir :—Please furnish us with (30) thirty bbls. Blake’s 
Fire Proof Paint, Chocolate Color. We have been using Blake’s 
Fire Proof upon Freight Cars and Buildings for the last three 
years, and it gives me pleasure to state that we have found it 
both more economical and durable than auy other kind of paint. 

F. C. ARMS, Gen. Sup’t. 

I fully concur in the above recommendation. 

JESSE OSMOND, Sup’t. Car Factory. 


Portland, April 11th, 1851. 

Dear Sir :—I have requested Mr. Emory, Ag’t and Supd’t of 
the Y, & C. Railroad, to give you an order for twenty bbls, of 
Blake’s Ohio Fire Proof Paint, for the use of this Road ; and I 
take pleasure in adding, that I regard it as an article superior to 
any other introduced into the market and use, as also more eco- 
nomical in price, for coating Dupots, Cars, and every other ma- 
terial of wood or metal, exposed either to fire er weather; and 
I can cheerfully concur in recommending it accordingly for most 
uses and roofs generally. Please forward the amount of Mr. 
Emory’s order by the earliest conveyance. 

¥. 0. J. SMITH, President York and Cumberland R. R, 
Campen & AmBoy RaILroaD Orrice. ¢ 
Bordentown, March 4th, 1851. 

In reply to your inquiry as to your opinion of Blake’s Ohio 
Fire Proof Paint, I would state that we have used considerable 
of it during the last two years, and consider it a first rate article, 
and hereafter shall prefer it to any other paint, for Buildings, 
Bridges and Cars outside. 

R. 8. VAN RANSELLER, Superintendent. 


Eno’r’s Orrion, BaLtimore & Onto R. R. 

Dear Sir :—Being satisffed with the testimonials you here pro- 
duced, that Blake’s Fire Proof Paint which you have for sale is 
a valuable article for the purposes which they mentioned, I now 
give you an order for 50 barrels, of 350 Ibs. or thereabouts, of 
the paiut ; 25 bbls. of Black and 25 bbls, Chocolate color. Con- 
sign the paint to Jas, B. Jordon, Mount Clear Depot, Baltimore, 


only serves to turn 





IRE-PROOF PAINT. © 


peg substance has now been tested nearly nine years, and its Fire and Wearuer Proor qualities are most exiraordinary, I 
of the weather destroying the coating : am 
covered from the action of fire and weather, as will be seen by the testimony of 


it to a perfect slate or stone, protecting whatever 


OrFicm OF MasTER oF Roap Ba.timore & Ouro R. R. 


ti Nov, 3d, 1851. 
Dear Sir :—After using “Blake’s Patent "Wire Proct Paint” 
for the last year, I have concluded to you an additional 
jorder for 40 bbls. I feel a pleasure in that I consider it 


-|the best material for covering W B or Iron, now in use, 
bat, Bervant 


Respectfully your 0 
W. BOLLMAN, Master of Road, 
Suprgnint’r Orrioz, Rroumonp & Freperioxssvure R. R. 
6th, 1851. 
Dear Sir :—In reply to your inquiry in reference to our satis- 
faction with Blake’s Patent Paint, sold us last Spi I would 


say that we are so well pleased with it that I should like to have 
you ship us seven bbls, more of the Chocolate at your earliest 


convenience, Y &c, 
; THOS. SHARP, Supt. R. F. and P. R. R. 


JUNCTION Hanover County, November 1st, 1851. 
The Virginia Central Railroad Co. have been and are using 
Blake’s Fire’ Proof Ohio Paint extensively for Bridges Car-tops, 
&c, We decidedly prefer it for the purposes na above to 
~ _— we have ever used, as it costs less and is much more 

urable, 


CO. R. MASON, Supt. 
Puinap’a, WILMINGTON & BALTiIMoRE R. R. 

Baltimore, Sept. 10th, 1851. : 
__ I have used Blake’s Ohie Paint for feur years, and have found 
+ pele of great ee ae a and calculated 
supe! le most all o for Public 

Buildings and Private Redddanes, _— 
J. R. TRIMBLE, General Agent. 


ArLanta, December 10th. 1851. 

Dear Sir :—Please send me for the Atlanta and Rail- 

road Oo., 20 bbis. Blake’s Fire Proof Paint, Chocolate Color, I 

have used the paint for various purposes, and am well satisfied 
that it makes a good and durable coating. 

L. P. GRANT, Eng & Sup’t, A. & L. Railroad, 

Superinr’?’s Orrice, 8. W. Railroad. ¢ 

; Macon, December 5th, 1861. 

Dear Sir :—Please ship us, care of Central Railroad Agent, 
Savannah, 2 bbls. Blake’s Fire Proof Paint, 

I have used on the Central Railroad, and on this road a con- 
siderable quantity of the above Paint, in the last four years, and 
hage no hesitation in pronouncing it the best aogering for wood 
that I know of, as a protection from the weather or fire, 

GEO. W. ADAMS, Sup’t. 


Macon & Western R. R., Macon, Dec, 6th, 1851, 
Dear Sir :—You will please furnish for this Oompany 8 bbls: 
\Blake’s Patcnt Fire Proof Paint, (Black color,) and 4 bbls, 
Chocolate color—in all 12 bbls. We have heretofore used Blake's 
Fire Proof Paint on Treight Cars and Buildings with much satis- 
faction, considering it both economical and durable, 
EMERSON FOOTE, Sup’t, 


Montoomerr & W. Point R. R. Co. 
Mont, ‘y, January 21st, 1852. f 
We have beon using Blake's Patent Ohio Fire Proof Paint 
for several years for painting Cars and Buildings, and have been 
highly pleased with it. You may send us twenty barrels of the 
paint ; fifteen of the Chocolate color and five of the Slate color. 








B. H. LATROBE, Chief Engineer. 


ALL ORDERS ADDRESSED TO 


Respectfully, 
SAM'L. G. JONES, Engineer & Superintendent, 


WILLIAM BLAKB, Patentee. 





119 Pearl Street, New York. 














To Locomotive Engine Buil- 
ders and Engineers. 


“HE Proprietors offer for rent for a term of 
years, with immediate possession, the splendid 
property, known as the BELLEVILLE IRON 
WORKS, situated on the Mississippi, directly op- 
posite the City of New Orleans, and within 300 feet 
of the River, with which it is connected by fine 
wharves and landings. 

‘The buildings are of brick, with slated roofs, 
and were erected in 1848 at a heavy expense ; 
are of a most substantial and durable character 
and admirably fitted for a Foundry and Machine 
Shops, or almost any mechanical business. They 
now contain a new and powerful Engine and 
Boiler and sufficient machinery, say, 
ch ng machi 
&c., &c., to employ 100 mechanics, and 


| 


ote over Northern 
Work of the Railroads terminating in New Orleans. 


Opelousas and Great Western Railroad is situated 
about 300 yards from the above property, which 
could be availed of to great advantage for the 
manufacture of Locomotives and Railroad work, 
generally as well as Steam Engines, Sugar Mills, 
and other descriptions of Machinery. 

There are no Shops in New Orleans for the ma- 
nufacture of Railroad Machinery, and as the Rail- 
road Companies now a in that city con- 
template the construction of over 1000 miles of 
road,—a large part of which is already under con- 
tract,—the property now offered for lease offers a 
most eligible opportunity for parties desiring to 
contract to furnish the Engines and Machinery,— 
for those roads. Responsible contractors with 
their works on the spot would have an advantage 
Workshops in contracting for the 


The Establishment and prospect of remunerat- 





tools, 
could be put in working order in a few days. The 
ON Ne ee ene 


ing work to be secured immediately are worthy 
the attention of manufacturers and Engineers 
generally. 

Applications from responsible parties will be 


promptly attended to, and to satisfactory parties 
the proprietors of the Works can offer favorable 
terms and arrangements. 
Letters may be addressed to 
R. B. SUMNER, 
No. 61 Camp Street, 
New Orleans; 

and further information may be had by applying 
to.Messrs. Barstew & Pore, Pine Street, New 


Yerk. 
Railroad iron. 
1250 Tons Erie Pattern Guest and Co's make, weighing 
ny ces dhe aretha phan in Ju- 
yer JOHNSTON & CO., 


BOORMAN, 
June 9, 1853. way, New York. 





99 Broad 


Conan tet : pared to ex 
HE “ Montour Iron C re) 0 ex- 
ecute pn te for Rails o aay patterns and 
weights, and of any required length not exceeding 30 
feet per rail. Apply to 
OS, CHAMBERS, ehpras 14 
” 


68 Beaver st, N. 
September, 1850. 























